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SAFETY-VALVES. 








BY RICHARD H. BUEL. 





{Entered according to Act of Congress, in the year 1875, “2 Th 
Railroad Gazette, in the office of the Librarian of Congress at Wash 
ington.) 

[ Continued from page 313.) 

IIIf. Proper DIAMETER FoR A SAFETY-VALVE. 

There are seven rules, commonly quoted by different authori- 
ties, for determining the area of a safety-valve. They are 
given below, with an example to illustrate their use: 

Let 

@=square feet of grate surface in boiler. ~ 

H= “ “ “ heating “ce “ “ 

C=pounds of coal burned per hour. 

“« “ water evaporated per hour. 

P=pressure of steam, as shown by gauge. 

A=area of safety-valve in square inches. 

When the area is known, the diameter of the valve can be 
found by dividing the area by the number 0.7854, and extract- 
ing the square root of the quotient. 

1. United States Rule.—Allow one square inch of area in the 
valve for 25 square feet of heating surface in the boiler, or 


2. English Rule.—For boilers with natural draft, allow half a 
square inch of area in the valve for each square foot of grate 
surface, or 

G 
A=— 
2 

1. French Rule.—1. Multiply the grate surface by the num- 
ber 22.5, 

2. Add the number 8.62 to the steam pressure. 

3, Divide the first quantity by the second. The quotient 
will be the area of valve, or 

G X 22.5 
P+ 8.62 

4. Molesworth’s Rule.—Allow a valve area of eight-tenths of 

an inch for each square foot of grate surface, or 
A=G X 0.8. 

5. Professor Thurston’s First Rule-—1. Multiply the pounds 
of coal burned per hour by the number 4. 

2. Add the number 10 to the steam pressure. 

Divide the first quantity by the second, or, 

40 





P+10 

6. Professor Thurston’s Second Rule.—1. Multiply the heat- 
ing surface by the number 5. 

2, Add the number 10 to the steam pressure, and multiply 
the sum by the number 2. 

Divide the first quantity by the second, or, 
5H 





2P+20 


1. Professor Rankine’s Rule—Allow a valve area of siz-| 


thousandths of an inch for each pound of water evaporated per 
hour, or, 
A= 0,006 W 

In many cases these rules give widely different results, as will 
be illustrated by their application to an example. 

It is required to find the area of a safety-valve for a boiler 
having 15 square feet of grate surface, 472.5 square feet of heat- 
ing surface, carrying 40 pounds of steam, burning 210 pounds 
of coal, and evaporating 1,470 pounds of water per hour. 

1. United States Rule: 

472.5--25— 18.9 square inches=area required. 

2. English Rule: 

15--2=7.5 square inches= area required. 
3, French Rule: 
40 +-8.62= 48.62. 
15 X 22.5 =337.5. 
337.5+48.62= 6.94 square inches=area required. 
4. Molesworths’s Rule: 
15 X 0.8= 12 square inches=area required. 
5. Professor Thurston’s First Rule: 
40+410=50, 
210 X 4= 840. 
84050 =16.8 square inches=area required. 
6. Professor Thurston’s Second Rule: 
40 +10=50. 
50 X 2= 100. 
472.5X5=2,362.5. 
2,362.5 —100= 23.63 square inches=area required. 

1. Professor Rankine’s Rule: 

1,470 0.006 in.=8.82 square inches =area required. 


_ Itis not remarkable that these rules should give such vary- 
'ng tesults, when it is remembered that the performance of 
different boilers of precisely the same dimensions varies groat- 
ly. A safety-valve should have such proportions that it can 
Permit all the steam to escape that a boiler can generate when 
foreed to the utmost extent. Hence its area depends upon : 

1. The amount of steam to be discharged in a given time. 

2. The lift of the valve. 

3. The velocity with which the steam escapes. 

There is such @ difference in the amount of coal burned per 
“duare foot of grate per hour in different boilers, and the 
‘mount of water evaporated per pound of coal, that it would 
"em impossible to use the same constants in a formula for all 





cases. It is believed, however, that the following estimates 
give a most liberal allowance on the side of safety : 


Pounds of coal Pounds of 
burned water 
uare foot evaporated 
of grate per per pound 
hour. of coal, 
Stationary and marine boilers with natural 15 9 
CB ovo. 0.0008s cbnvevecesecdoccesebestares 

Stationary and marine boilers with pov 30 7 
TMOOMROTS DOMIIB es o.0000s ccccceckhes ccccccce 100 6 


On these assumptions, the pounds of water evaporated, and 
consequently the weight of steam that the safety-valve would 
have to release per hour for each square foot of grate surface 
would be : 


For stationary and marine boilers with natural draft.. .. 
For stationary and marine boilers with forced draft 
WOR IOSOMBOT VS DONEES. 002 ccc cccccsccccccccccsccceoscceseccccesos 


These figures, as has been stated, represent much better than 
average performance, and can readily be modified to suit any 
particular case. Of course, in constructing a formula for gene- 
ral use, in the absence of precise data, and in view of the vary- 
ing results obtained from boilers of the same kind, the estimate 
should be taken high enough to include all cases. One element 
of the proposed formula for the diameter of a safety-valve for 
any given boiler, then, will be the number of square feet of 
grate surface in the boiler, multiplied by a constant. 

The amount of opening afforded by a safety-valve for the 
escape of steam depends not only on its diameter, but also on 
the distance that the valve lifts. In order that the area for 
escape shall be equal to the area of the valve, it is necessary 
that the left should be one-quarter of the diameter of the 
valve. A valve without bevel, Fig. 10, evidently gives an open- 











Fig ia 

ing, when raised, equal to the surface of a cylinder having the 
same diameter as that of the valve ab, and a height equal to 
the lift,cb. Hence the rule for finding the opening of a flat 
valve, due to a given lift, wil be as follows: multiply the diam- 
eter of the valve by the lift, and by the number 3.1416, 

Example.—-A flat valve 3 inches in diameter lifts 1-16 of an 
inch. What is the area of the opening? 
NK 5:60.60nt00 b00005-009060650000500860- $00d460000060000000000 0.0625 
Multiply Dy......cccccccccscccccccccccccescescesescoscccsces 3 1416 

0.196 + 

Multiply by 3 


Er eeeeeCEOeeererrrrrrrr es Meee re eee err eee ere ee 


Area of opening in square inches 0.589 4 

If the valve has a bevel, as shown in Fig. 11, until it lifts clear 
ot the seat the opening will be equal to the surface of the frus- 
tum of a cone, of which the upper base has the same diameter, 
ab, as the valve, the slant height, b e, is the perpendicular 








Fig 


distance between the lower edge of the valve and the seat, and 
the diameter of the lower base, f e, is the diameter of the seat, 
measured at the intersection of perpendiculars be, a f, from 
opposite points of the lower edge of the valve to the seat. The 
bevel or inclination of the valve is the angle of inclination to a 
vertical line, jc a, or edb. 

To find the amount of opening afforded by a valve with beveled 
seat for any lift less than the depth of the seat. 

(1). Multiply the diameter of the valve by the lift, by the 
sine ofthe angle of inclination, and by the number 3.1416. 

(2). Multiply the square of the lift by the square of the sine 
of the angle of inclination, by the cosine of this angle, and by 
the number 3.1416. 

Add these two products. 

Example.—The diameter of a safety-valve is 24% inches, the 
seat is % of an inch deep, and has a bevel of 25 degrees. What 
is the area of opening, for a lift of 44 of an inch? 











RM ai cchbdndesdncissenesecte soneen poteceoneensesspes 0.423 
BRGY Wy MM .occccccccccccccccccccccccecccvccccecocccccocs 0.25 
0.106— 
Multiply by........cecsceeserees §00000000066000 c0senerseccte 3.1416 
0.333 
Multiply by diameter of valve..........+.00 ceeeeeeeeeceeeees 2.5 
Jot ProGuct.... oc cccscccccccccccccccecoscccecccvcccoccose 0. 83-4 
Square Of sine Of 25°........-.ceececee seccceccccsccsscecssees 0.179 
Multiply by cosine Of 25°.......cscee cecscccecesseeecseseeees 0.906 
0.1624 
Multiply by square Of lift........cceceeeees ceeeeeceeeeeeees 0.0625 
0.0101-+- 
Multiply By.ccccccccccccccccs cocccccccccccvscesecccesovsvce 3.1416 
2nd Gb ccc cccccccccccccccsccseces 0400 esesocscose 0.03 +- 
AAG lat pEOduct..... 20. sccccccccccccccces sovcccesescoes 0.83-++ 
Area of opening in square inches.... ........ ngeaeesesecech 0.86+- 


Zt often happens that the depth of the bevel is very slight, so 
that the valve lifts clear of the seat. In such a case the opening 
must be computed for a beveled valve with a lift equal to the 
depth of the seat, and fora flat valve with the remainder of 
the lift. 

Example.—The diameter of a valve is 4 inches, the bevel is 
85°, and the depth of seat 4% of aninch. What is the area of 
opening for a lift of % of aninch? First calculate the area of 


er a a 








opening for a beveled valve, with a lift of 4% inch, the depth of 
the seat. 





SE Es bas cece dtccen pabebepesgetsccccenescvesebegvestonbee 0.674 
BNA Gs 200 os ccncccccccvccecccescbvenstotceeeeesbse ceseees 3.1416 
18 
ay BG GRhiie nes ccecccccenensccopscnsscasen. «+ sennsevanes 0.25 
0.45 
Multiply by diameter of valve............ ceesceeseseeeees core & 
TE ROBIN ob caesecaccn 0600000sbe95000c0scen0beanetes 80 
SE NE nns b5:t000000000se00ssnenneseanubennaee sees 0.329 
SUNNY WY GUNEID GE Bn ccce cccccccs cosnserserncsoo 9e0sen 0.819 
F 0.269 
SE Glens 000008 casi icekndsnosusensseses $ob0edebeaciened 3.1416 
0.85 
Multiply by square of lift..........ccceee seseees geccecce+ccee 0.141 
ORE RIG osc cc cc ccccccccescccsccstoesocanbasenasecs 0.12 
Ne Be Rs 08560 000000kn esos de avnpesias eeecccces socccce AO 





Area of opening, in lifting clear of seat, in square inches .. 1,92 
Next calculate the amount of opening due to the lift above 
the seat, which in this case is \ of an inch: 








DREnbehhntebn6s$n0406600066000000055466R004R00 00 gs0NseeRNRhe 0.125 
EY OO inno0.csncndssnsnessdessecesntecs beepoeeseswnennec cs 3.1416 
0.3927 
BRuRGiplg toy Ainmndber Of WAG. .000000 cecieccrceccecscccccceses 4 
Area of opening due to lift above seat, in square inches..... 1.57 
Add opening due to liting clear of seat............... cocecccs On 
Total area of opening, in square inches..............s00005 3.49 


It will be observed in most of the examples that have been 
given that the operations are not carried out to many places 
of decimals, as they are inserted merely for sake of iJlustration, 

[TO BE CONTINUED. ] 


Scraper Work. rr 


To THE Eprrog oF THE RAILROAD GAZETTE : 

By the majority of persons interested in the above title, the 
following will probably be considered too theoretical. But 
theory, in some form, must of necessity precede all practice, 
and our data not being procurable toa nice point is no reason 
thatour method should not be exact, or that we should not 
reach conclusions, by approximating one practice to which we 
may naturally expect the best results, at any rate better than 
by simple guess-work. 

Scraper work as compared with the same work by wagons, as 
conducted on our Northwestern railroads, is, I think, generally 
underrated, 





We will assume two facts which, if necessary, could be very 
readily proved, viz.: That for very short distances material 
moved by scrapers costs less than when moved in wagons, and 
that for long distances the converse is true. From which we 
conclude that the maximum economical haul for scrapers is 
reached when the cost equals that of the same haul in wagons ; 

Let 

p=Price of teams per day. 

a=Number of scraper loads in one cubic yard, 

d=Total distance traveled by teams in one day, 

«Length of haul. 


Then 
d 
—- = Number of tripsin one day, 
22 
d 
—_e C 
22 —- = Number of yards moved, 
—=+=224a 
a 
p 
— 2az2p 
d —~—- = Cost per cubic yard moved by scrapers. 
poe d 
2axz 


To obtain the cost by wagons, we will introduce the following 
new quantities : 

s = Number of shovelers, including dumpers. 

p’ = Wages of shovelers. 

n — Number of loads per day ; one day’s time of loading. 

a’ = Number of cubic yards in one wagon. 

The other quantities remaining the same. 

22n — Sum of distances‘traveled by all the teams. 

2a2n 

_ =: Number of wagons employed, 

d 
2unp 
-_—- = Total cost of wagons per day. 

d 
p's = Total cost of loading and unloading. 
na’ == Number of yards moved, 
2enp 


__. == Cost per cubic yard when moved in wagons. 
na’ 

Placing the two costs equal as before explained ; 

2z2np 

dip's 


2azp 


¢ » na 
Qr2apna -tanp } psd 
psd : 
=< —— 


2apna'—2np 


apn (aa'—}). 
Which is the greatest economical haul for scrapers and least 
for wagons. 

It will be observed that no allowance is made for a ‘‘ scraper- 
holder.” tatee 

This is usually a very small quantity and can be readily intro- 
duced, but, by experienced contractors is generally dispensed 
with, except where the demand for teams considerably exceeds 
the supply, making the teamsters independent, when they will 
not hold their own scrapers. 

For the benefit of persons not versed in algebra, we will sub- 
stitute the following : p = $4.00; a = 7; d = 20 miles = 10,560 
feet; 8 =9; p’ = $1.50; n= 150; a’ = 1. 

The maximum economical haul will then be 198 feet, varying 
directly with the wages of the hands and inversely with that of 
the teams, though not entirely dependent on these quantities, 
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Signal System for the Railroads of Germany. 





In accordance with Articles 42 and 43 of the Imperial Constitution, and in connection with the Road Police Regulations for 
the German Railroads published by announcement of the same dato, the Confe‘leration Council of the German Empire has pub- 
lished the Signal System for the Railroads of Germany, under date of Jan. 4 of this year, which we translate as follows : 

I. SIGNALS ON THE OPEN ROAD. . 
a. The acoustic signals for track workmen and watchmen are to be given as follows by means of electric bells : 


. The train runs in the direction from A to B (Notice signal). A fixed number of bell strokes once. — 

The train runs in the direction from B to A (N tice signal). The same number of bell strokes twice, 
The road must not be run over until the n is due by time table (Rest signal). | The same number of bell strokes three times. 
Something extraordinary is to be expected (Alarm signal). | The same number of bell strokes six times. 


Besides the electro-acoustic signals, horn signals will be given as follows : 


rep 





Signal 1: A long, a short, a short and a long sound, given once. oe LUN 
“2: ‘The foregoing signal, given twice. a LS UNO TO 
«8: Along, a long, a long, and a long sound. — — 

“4: Ashort, a short, a short, and a short sound, given twice. ht nd ~ 
—“ ee —— —— 
b. The optical signals are to be given as follows : 
BY NIGHT. 


The track-guard fronts towards the train and 
holds his hand lantern with a white light in 
the direction of the train. 

The trackman holds any object whatever in|The trackman holds the hand lantern with a 
the direction of the track. green light in the direction of the train. 

Disks are to be placed at the beginning and/At the beginning and end of asection which is 
the end of a section which is to be run over} tobe run over slowly lanterns on stakes must 
slowly. The face of the first disk which is) be placed. The first lantern must show a 
towards approaching trains must be desig-| green light towards an approaching train, the 
nated by “A,” the last one with “ E.” | last one a white light. 

The trackman swings any object back and The trackman swings back and forth his hand 
forth. lantern, which, if time permits, should be 

one showing a red light. 


ba 


BY DAY. 
The train can run without hindrance The track-guard fronts towards the train. 
(Trip signal). . 


. The train should run slowly. 


7. The train should stop (Halt signal). 





Besides signals 5 to 7, signals can also be given by the semaphore as follows : 


Signal 6: The train can pass without hin-' Right-hand preeaee arm inclined upward White light in the signal lantern of the sema- 
(at an angle of about 45 degrees). phore. 

Besides the signal previously described, a Green light in the signal lantern of the sema- 
staff with a round disk attached tothe sema- phore. 


phore mast. 
Signal 7: The train should stop (Halt signal). jmebt-hand telegraph arm placed horizontal. og Se in the signal lantern of the sema- 
phore. 


The optical signals at the block telegraph stations, which in the position of rest must indicate “stop,” are to be given as 
follows : 


drances. 
Signal 6: The train should run slowly. 


8. Road clear. Right-hand semaphore arm inclined upward| White light in the signal lantern. 
(at an angle of about 45 degrees). 
9. Btop. Right-hand telegraph arm horizontal. | Red light in the signal lantern. 


Il. SIGNALS AT AND IN FRONT OF STATIONS. 
a. The acoustic signals with the station bell. 


10. The train is about to depart; there is time to get aboard. 
11. All aboard. 
12. Start. 


b. The optical signals on the semaphores at the extremities of the station yard are as follows : 


A short ringing and one clearly defined stroke. 
Two sharp strokes. % 
Three sharp strokes. 


BY DAYLIGHT. | WHEN DARK. 
The semaphore arm on the right must be The signal lantern on the semaphore shows a 
horizontal. red light outward and a green light inward 
(toward the station). 

The semaphore arm on the right must be in- The signal lantern on the semaphore shows a 

clined upwards (at an angle of about 45 de- green light outward and a red light inward 

; grees). (toward the station). 

15. At a distance of 1,000 to 330 feet in front of the semaphores at extremities of station yards an outer signal is to be placed, if required by 
the inspecting official, with automatic connection with the first signal. The same shall consist of a round disk turning on an axis, 
with a lantern placed in the middle. 

If the station se ore displays the signal “‘ Ent is blocked,” the full round disk standing vertical, and when dark the lantern situ- 
ated in its middle with a green light, is turned towards the approaching train, while if the signal on the station semaphore indi- 
cates ‘Entrance is clear,”’ the disk lies horizontal, or stands paralle! to the line of the track—the lantern shows a white light. 


ce. The optical siqnals on the station platform semaphore will be given as follows : 


13. Entrance is blocked. 


14. Entrance is clear. 





\ BY DAYLIGHT. | WHEN DARK. 
A train permitted to enter or pass through Right-hand arm of the platform semaphore Red light in the signal lamp of the platform 


should stop. placed horizontal. | semaphore, 
The train may enter. IRi ht-hand arm of the platform semaphore in- Green light in the signal lamp of ,the platform 
| clined upward (at an angle of about 45de-. semaphore. 
grees). | 


d. The optical signals on the water cranes. 
The diseharge pipe of the water cran eis to be provided with a lantern when dark. 


BY DAYLIGHT. WHEN DARE. 
16. The discharge pipe of the water crane|The discharge pipe stands parallel to the di-/ White light in the lantern placed on the dis- 
leaves the passage clear. rection of the track. | charge pipe of the water crane. 
17. The discharge pipe of the water crane ob-|The discharge pipe stands at right-angles to Red light in the lantern placed on the dis- 
structs the passage. the direction of the track. charge pipe of the water crane. 


Ill, SIGNALS ON THE TRAIN. 
For optical signals on the train the following rules are to be observed ; 


18. Indication of the head of train: BY DAYLIGHT. 


WHEN DARK. 
a. When the train runs on a single-track|No special indication. |Two lamps with white lights in front of the lo- 


road, or on the track of a double-track | comotive. 
road designated for the direction it is | 
epaning; | 
6. When the train is running exception-|No special indication. |Two lanterns with red lights in front of the lo- 
ally on that track of a double-track comotive. 


road not designate 1 for the direction it 


If, in exceptional cases, the locomotive should 
is running. 


not be at the head of the train, or should be 
running with the truck in front, then the 
lanterns are to be placed on the front part of 
the front vehicle. 
Indication of the tail of train. (Tail sig-\On the back end of the last car a red and white(On the back end of the last car two lamps 
nal). round disc. showing green in front and red behind. 
For locomotives running alone a lantern with 
a red light is sufficient, and for the move- 
ment of locomotives at stations the attach- 
ment of a lantern with a white light in front 
of the locomotive and on the end of the ten- 
der, and, in case ot tank locomotives, on 
both its ends. 
Bosides the tail signal a green disc above the Signal 19, with this difference, that one of the 
back end of the last car, or on cach side of it. lanterns described in it also shows a green 
light backwards. 
|For locomotives running alone the attach- 
ment of a lamp throwing a green light back- 
ward is sufficient. 
An extra train is coming in the opposite A green round disc on the front of the locomo- A lantern with a green light above the lantern 
direction. | tive. with a white light in front of the locomo- 


} ve. 
|A ae round disc on the front of the locomo- No special signal. 
ve. 


= 


19. 


20. An extra train is following. 





21. 


— 


22. The telegraph wire is to be examined. 


23. The track-man shoul:l immediately go over A train-man swings his cap or any other ob-/A train-man swings his lantern in the direc- 
his section of track. | ject in the direction of the trackman. tion of the track-man. 


IV. SIGNALS OF THE TRAIN CREW, 


a. With the steam whistle: 
at. Pay attention (Warning signal). | 





A moderately-long whistle, . 
Three short whistles, fol owing each other quickly, __._- __ 


2:. Put on brakes. ~— 
Two moderately-long whistles, following each other quickly, ——— ———., 


25. Let off brakes. 
b. With the mouth whistle: 


27. The train-men should take their place. | A moderately-long whistle, —-—. 


Two moderately-long whistles, 
V. SWITCHING SIGNALS. 
a. Acoustic, with the mouth whistle or the horn, are to be given as follows : 


28. Start 








Draw forwards. A long whistle or sound, ——_———. 
Pash backwards. Two moderately-long whistles or sounds, —-— ———. 
Stop. Three short whistles or sounds, following quickly one after the other, _. — W—. 


b. Optical, are to be given with the arm in the following manner : 


BY DAYLIGHT. WHEN DARK. 


} 
Draw forward. Vertical movement of the arm from above)|Vertical movement of the hand lamp from 
downward. | above downward. 
Push backward. Horizontal movement of the arm back and|Horizontal movement of the hand lamp back 
forth. | and forth. 
Stop. Circular movement of the arm. ‘Circular movement of the hand lamp. 


GENERAL RULES. 

1. The preceding rules given for a train also apply to locomo- 
tives running alone, so far as exceptions are not admitted fo: 
the latter. 

2. This signal system comes into force April 1, 1875, and ap- 
plies to all railroads in Germany. Excepted from it are those 
railroads which are constructed with a gauge narrower than 
the standard, and also those for which an exception is consid- 
ered permissible, on account of their subordinate position, by 
the officials of the country in which they may be, with the ap- 
proval of the Imperial Railroad Bureau. 

The same will be published in the “‘ Centralblatt” for the Ger- 
man Engine, and also by the governments of the confedera- 
tion. 

The regulations for carrying out this system issued by the 
inspecting officials or the railroad managements are to be im- 
parted to the Imperial] Railroad Bureau. 

3. So far as the introduction of the signal arrangements re- 
quired by the foregoing rules is not to be effected on certain 
roads without special difficulties, suitable delays may be con- 
sented to for their completion by the respective governments, 
with consent of the Imperial Railroad Bureau. Requests to 
this effect will be received until March 1, 1875. 

THE CHANCELLOR OF THE EMPIRE, 


BERLIN, Jan. 4, 1875. PRINCE BIsMARCK. 


General Railroad BWews. 


ELECTIONS AND APPOINTMENTS. 











Chwago & Lake Huron.—Mr. Stephen Tinker, late of the 
Eastern Division, has been appointed Master Mechanic of the 
Western (Peninsular) Division, in place of Wm. C. Faulkner, 
resigned, 

Rutland.—At the annual meeting in Rutland, Vt., July 28, the 
following directors were chosen: John B. Page, John Prout, 
Rutland, Vt.; James W. Hickok, Burlington, Vt.; James H. Wil- 
liams, Bellows Falls, Vt.; Edwin A. Birchard, Brandon, Vt.; Ja- 
cob Edwards, Peter Butler, William Sohier, James 8. Whitney, 
Boston. The board subsequently re-elected John B. Page, 
President ; B. Smalley, Clerk ; J. M. Haven, Treasurer. 

Washington City, Virginia Midland & Great Southern.—Mr 
G. J. Foreacre is now General may 4 He is well known ag 
Superintendent of the old Macon & Western road, now the At 
lanta Division of the Central of Georgia. 

California Central.—The following directors were recently 
chosen for the ensuing year: Reuben Morton, A. W. Bowman, 
A. J. Gunnison, A. A. Cohen, G. H. Howard, Thomas Hayes 
Horace Davis, Galvin Paige, Michael Reese. The board elected 
Reuben Morton, President; A. W. Bowman, Vice-President : 
A. J. Gunnison, Treasurer ; N. D. Arnot, Jr., Secretary. 

Fort Wayne, Muncie & Cincinnati.—Mr. McPhail has been 
appointed Master Mechanic in place of Mr. George C. Watrous, 
resigned. 

Petersburg.—The whole of the old board having resigned 
with President Ragland, a new board has been chosen, as fol- 
lows: President, Isaac H. Carrington, Richmond, Va.; direct- 
ors, R. G. Pegram, Petersburg, Va.; W. W. Gordon, W. K. Mar- 
tin, John B. Davis, Ricenont, Va.; Hiram Sibley, Rochester, 

National Security & Improvement Company.—The officers of 
this newly organized oT are as follows: President, H. H, 
Crumlish, Wilmington, Del.; Secretary, J. T. Griffith, Berry 
ville, Va.; Treasurer, the Fidelity Trust Company, Philadel- 
a ; Directors, Thomas N. Ashby, Milton T. Fristoe, George 

° Macatle, Front Royal, Va.; W. W. C. Wilson, Summit Point, 
W. Va.: E. J. McManus, Andrew Crumlish, Wilmington, Del.; 
W. H. Flynn, South Berwick, Me. 

Utica, Ithaca & Elmira.—The new board of directors has 
re-clected the old officers as follows: W. L. Burt, President ; 
Joseph Rodbourn, Vice-President ; O. B. Curran, Secretary and 
Treasurer ; H. P. Goodrich, Superintendent ; F. W. Curran, 
Assistant Superintendent. 

Flint & Pere Marquette.—At a meeting of the board of di- 
rectors held July 7, the following officers were chosen : Presi« 
dent, Jesse Hoyt, New York; Vice-President, Samuel Farwell, 
Utica, N. Y.; Secretary, Treasurer and General Manager, Hen- 
ry C. Potter, East Saginaw, Mich. ; Superintendent, Sanford 
Keeler, East Saginaw, Mich. Mr. Keeler was Assistant Super- 
intendent. 

Memphis & Little Rock.—Mr. R. K. Dow, who has been in pos- 
session of the road as agent for the trustees, has been appoint- 
ed Receiver by the United States District Court. He has ap- 
pointed the following officers: M. B. Prichard, General Man- 
ager, Little Rock, Ark.; J. D. Darden, Treasurer, Little Rock, 
Ark.; W. E. Smith, Superintendent, Memphis, Tenn.; J. H. 
Perry, General Ticket Agent, Memphis, Seen: Rh. 8. Carnes, 
General Freight Agent, Memphis, Tenn. 

Atchison, Topeka & Santa Fe.--Mr. W. F. White has been 
appointed General Ticket Agent, and T. J. Anderson, General 
Passenger Agent. 

Wilmington, Columbia & Augusta.—Mr. N. M. Johnson has 
been appointed General Southeastern Agent for this road and 
the Charlotte, Columbia & Augusta. His office is at Charlotte, 

Chicago, Danville & Vincennes.—The freight and ticket de- 

artments have been consolidated, and W. B. Williams, former- 

y General Freight Agent, has been appointed Gencral Freight 
and Ticket Agent, relieving C. B. Mansfield, formerly Genera 
Ticket and Purchasing Agent. 

Detroit, Hillsdale & Southwestern.—Mr. D. L. Quirk is Presi- 
dent of this compuny, which succeeds the Detroit, Hillsdale & 
Indiana. Mr. Wm. F. Parker is Superintendent. : 

Erie.—Mr. George R. Blanchard, formerly Second Vice-Presi- 
dent, has been appointed Assistant to the Receiver, his duties 
remaining the same as heretofore. 

Fort Wayne, Jackson & Saginaw.—Mr. Wm. M. Hastings 
has been appointed Assistant General Manager; H. A. Ray- 
mond, Auditor; and W. B. Beamer, Master of Transportation, 
with headquarters at Jackson, Mich. Mr. Hastings will retain 
control of the freight department as heretofore. 

Poughkeepsie, Hartford & Boston.—The officers of this com- 

any, successor to the Poughkeepsie & Eastern, are as — 
&. p. Pelton, President; J. A. Perkins, Superintendent; . 
Swain, Secretary; A. W. Gable, General Freight and Passenger 
Agent, Auditor, and Purchasing Agent. General offices, 
Poughkeepsie, N. ¥. 

Atlanta & West Point._Mr. John P. King was re-elected 
President, at the annual meeting in Atlanta, Ga., July 24. 

Canadian Pacific.—Mr. Walter Shanly, late contractor on = 
Hoosac Tunnel, has been appointed Consulting Engineer “ 
the Georgian Bay Branch bs the Canada Central Extension. 


Canada Southern.—At the annual meeting in St. Thomas 





: ; : : W. A 
Ont., recently, the following directors were chosen: Wy. 
Thomson, Queenston, Ont.; P. L. Cable, Rock Island, Ill; M 
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Courtright, W. L. Scott, Erie, Pa.; Sidney Dillon, David Dows, 
John Ross, David Stewart, E. A. Wickes, New York. The only 
new director is Mr. Stewart, who succeeds O. 8. Chapman. 

Grand Rapids & Indiana.—The names of John P. Green, 
Philadelphia, and Robert B. Potter, New York, were accident- 
ally omitted from the list of directors given last week. 

Pennsyloania & Erie Coal and Railroad Company.—This 
company was organized July 16, by the election of the follow- 
ing directors : Hi. G. Stebbins, Homer Ramsdell, E. M. Clymer, 
C, R. Early, A. McKinney, A. A. Marsh, Hewitt Saltonstall. 

Queen Anne’s & Kent.—The officers of this road are: B. T. 
Bi 588, President; P. H. Irwin, Superintendent and Treasurer; 
J. E. Taylor, Secretary. General offices, Centreville, Md. 

Richmond, York River & Chesapeake.—H. T. Douglas has 
been appointed Superintendent, vce Edward F. Folger, de- 
ceased. 

Vicksburg, Shreveport & Texas.—Mr. Jos. F. McGuire has 
been appointed Cashier, in place of James H. Milling, appointed 
General Freight Agent. 

Kansas Pacijsic.—J. W. Griffith has been appointed Fuel 
Agent, with office at Kansas City, Mo. 

_ Kansas City Stock Yards.—My. L. V. Morse, late of the Atch- 
ison & Nebraska, has been appointed Superintendent. 

Utica & Black River.—Mr. Edward Bond has been appointed 
Engineer in Charge of the extension to Morristown. tis head- 
quarters will be at Hammond, N. Y., for the present. 

Middlesex Central.—At the annual meeting, July 31, the fol- 
lowing directors were elected: Jacob Edwards, William H. Hill, 
Jr., J. V. Barron, Spencer W. Richardson, Nathan Cushing, 


Edward D. Adams, George Keyes. The road is leased to the 
Boston & Lowell. 


Pittsburgh, Fort Wayne & Chicago.—My. W. A. Routson has 
been appointed Master of Transportation of the Eastern Divis- 
ion, in place of 8S. J. Williams, resigned. Mr. E. W. Parker has 
been area’ Master of Transportation of the New Castle & 
Beaver Valley and Lawrence branches, in place of W. A. Rout- 
gon, promoted. 


North Carolina.—The Governor of North Carolina has ap- 
ointed the following State directors of the North Carolina 
silroad Company: W. A. Smith, R. Barrin er, John C. Mc- 
Donald, 8. H. Wiley, W. R. Albright, H. W. Fries, N. H. D. 
Wilson and R. F. Pattersoy. 


THE SCRAP HEAP. 
Qentennial Excursion Oars. 


The eo (Pa.) Patriot says. “ We learn that the 
Cumberland Valley Railroad is about having constructed a 
number of passenger cars in which seats will be numbered, and 








overhead there will be a receptable provided with lock and key 
for the baggageof the seat holder. The excursionist buys a 
ticket, and with it he receives a key anda check attached, and 
on the check he finds a number stamped corresponding with 
the number of the seat to which he is entitled. He will find 
the key to unlock the closet over hisseut—but not the closet 
over any Other seat. When he reaches Philadelphia he can 
lock up as much of his baggage as he chooses and sally forth. 
The train will be run upon asiding convenient to the centen- 
nial grounds. At any time the excursionist desires he can walk 
over to the train, unlock his closet and take out or put in any- 
thing he chooses. He oo put his lunch there, At night 


the reaction from extreme depression in the iron trade has al- | 


ready begun—though, it must be confessed, in a very small 
way. We rarely hear of furnaces blowing out; it is by no 
means rare to hear of them being blown in to meet an increased | 
local demand foriron. Moreover, we see indications of a better 
— in the trade. The railroads are purchasing somew iat 
more liberally than for some months past, and the rail mills | 
are anticipating larger orders as the season advances and the 
roads require to be put in condition for the winter traffic. The 
general comsumptive demand does not seem to promise a ve 
rapid increase between this and the end of the year, and it 
must be confessed that, ifa better feeling does exists, it rests 
upon little besides the hope of future improvement in trade. At 
the same time, a majority of those in the trade with whom we 
have lately conversed seem to feel that the worst is past, and 
that any change must be a change for the better.” 


Experience with the Loughridge Brake. 
e Piedmont (W. Va.) Intelligencer, of July 23, gives an ac- 


"Y | Prizes to E 


windin, an the chain with an immense power and checking 
every wheel. 

“Mr. Pendergrast has applied his brake to the cars on the 
East Kentucky Railroad, running from Riverton to Grayson. 
We saw letters from the Superintendent and Chief eer 
last week, who are dclighted with it. They say it works admi- 
rably, aud they can, if desired, slide every wheel.’ 

om the description it seems to bea modification of the 
Loughridge steam-brake, which, we believe, is not now in use. 


inemen. 


The official list of premiums awarded to enginemen and fire- 
men on the Western Division of the Pittsburgh, Fort Wayne & 
Chicago road for June is as follows: 

Engine No. 223—Charles Miles, engineer; J. Q. McClellan 
fireman. Premium on through passengers, $20 to engineer and 
$10 to fireman. 

Engine No. 108—Thomas Dyer, engineer; C. R. Lawrence 


fireman. Premium on local passengers; $20 to engineer and 
$10 to fireman. 





count of a trip on the Cumberland & Pennsylvania Railroad on 
a train equipped with this brake, as follows ; 

“This invaluable brake is the invention 6? Mr. Wm. Lough- 
ridge, of Baltimore, and has been used by the Baltimore & Ohio 
Railroad for over a year past, with very beneficial results, both 
in saving human life and stock, as well as money to the com- 
pany. € ye | of the brake, however, is not fully tested 
on the latter road, 


on which the grades are comparatively 
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on the way home the check and key are taken up with the 
return ticket. ‘The passenger isthus put at no inconvenience, 

ut on the other hand is supplied with accommodation almost 
unknown to railway travelers at the present time.’ 


Railroad Manufactures. 


The Cleveland (O.) Rolling Mill Company is erecting two 
Siemens-Martin furnaces of seven tons capacity each. The 
steel made by these furnaces is to be rolled into boiler plates. 

The works of the New Castle Iron Company have been trans- 
ferred to the new firm of J. B. Bradley & Co. 

The Cincinnati, Hamilton & Dayton Company has contracted 
for 20 miles of new iron rails from the Indianapolis Rolling 
Mills, to be furnished at the rate of five miles per week. The 
mills are running full double turn. 

The Sunbury (Pa.) Car Wheel Foundry is running steadily 
with ope orders ahead. The wheels now being turned out 
are for the Empire Transportation Company. 

Frederick & Co.’s car shops at Ferndale, Pa., were to start up 

st week, having received some orders. 

The Ferndale Rolling Mills have shut down, probably for 
some time. 

At the Palo Alto Rolling Mill and at Mount Carbon, Pa., an- 
thracite coal dust is now used in heating furnaces in combina- 
tion with bituminous coal—about 40 per cent, of the former to 
60 of ‘he latter. 

The work on the buildings for the new steel mill at Beaver 
roe Pa., is rapidly progressing, and some of the machinery is 

Cady up. 
The Cairo & Vincennes road recently received a new freight 
gine from the Baldwin Locomotive Works. 

¢ Passaic Rolling Mill at Paterson, N. J., is running full 
double turn and cnet 8 about 350 men. 

The Paterson Iron Company now employs about 200 men, 
Much less than the usual force. The compary has begun the 
Manufacture of steel tires for locomotives. : 

The Grant Locomotive Works at Paterson, N. J., have shipped 
three out of the last ten engines of the Russian order. 

e Barney & Smith Manufacturing Company at Dayton, O., 
Sreently turned ov’ several passenger cars for the Buffalo & 
&mestown road. 
The Jron Age of last week says: 
From all the indications we think it eafe to conclude that 
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Engine No. 113—Wm. T. Jackson, engineer; W. H. Gates, 
fireman. First premium on standard freight, $20 to engineer 
and $10 to fireman. 

Engine No. 116—A. Johnson, engineer; M. Brennan, fireman. 
Second premium on standard freight, $15 to engineer and $7.50 
to tireman. 

Engine No. 183—P. Reilly, engineer; P. Rausch, fireman. 
Premium on other class engines, $20 to engineer and $15 to 
fireman. 

“ Passing’ and “ Crossing.” 

The train rules of the Eastern and Maine Central Railroads 

are prefixed by the explanation: “Trains ‘cross’ when they 


meet and go by each other; they ‘pass’ when one overtakes 
another and goes by it.” 


A Query. 

A correspondent writes: “Can you tell me which wheel 
of a truck slips in going round a curve, the inside or the out- 
side one? If you would answer through your columns I think 
you would gratify a good many of your readers in this 
vicinity.” 

Can any of our readers answer this question ? 





Connery’s Concave Calking. 

TLe object in calking a boiler scam, it need hardly be said, 
is to make it steam and water-tight after the plates are riveted 
together. This is usually done with a tool resembling an ordi- 
nary cold chisel, but with a blunt point, instead of a sharp 
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light, and the experiment of putting them on the trains of the 
Cumberland & Peanaytvanie road, on which some grades - 
roximate 200 feet to the mile, was virtually ‘taking the bull 
by the horns.’ For instance, going down the grade to Mount 
Savage, which is at least 180 feet to the mile, the train was 
stop) en the hill side without the least perceptible jar. 
The brake is so arranged that should a — g burst and 
thus leave the train beyond the control of the engineer, the 
hand brake has —_ double its former power, and the 
train is always under control. We arrived in Cum- 
berland well satisfied that the brake was a grand triumph of 
mechanical skill, but on our return we had a few examples of 
ite great necessity on this road. Having got permission we 
ot on the engine at Frostburg to see how the engineer han- 
ed this, to him, new apparatus. Just below that town the 
engineer, Mr. Adam Johnson, discovered on rounding a curve, 
that there were some cattle on the track. We were then 
descending the Cay at a speed of about 23 miles an hour. To 
our mind, it looked as if there would be a dead cow, a wrecked 
train, and an editor’s funeral. But a slight movement of the 
engineer’s left hand on a small lever, a little hiss of escaping 
air, and the train was going no faster than a baby can _toddle. 
The cattle were driven from the track, and once more the train 
sped on its way. At every station the cars were halted just at 
. e platform, without the toot-tooting of whistles heretofore 
eard.” 


The Pendergrast Steam Brake. 

A new steam-brake has been patented by Mr. J. A. Pender- 
grast, who was formerly foreman at the Huntington machine 
shops of the Chesa e & Ohio Railroad, which is thus de- 
scribed by a local paper: “‘The plan is simply a cylinder and 
piston underneath the tender, with a small steam-pipe com- 
municating from one end of the cylinder with the boiler. The 
piston is connected with a ratchet, which operates by means of 
& cog-wheel, a barrel on which a chain is wound, connecting 
with all the brake-rods on the train. By letting the steam into 








the cylinder, the piston is driven out and operates the bariel, 





edge, as shown on the right side of the engraving, Fig. 3. 
This tool is driven against the lower edge of the boiler plate 


80 a8 to compress the metal on the edge of the plate againrt 
that in contact with it. In the use of such a calking tool it 
frequently happens that, either through carelessness or want 
of skill, the sharp edge of the tool indents or cuts a groove in 
the plate undcr it, thus weakening the plate and rendering the 
boiler uasa‘e. The injary from this cause is also aggravated 
by the well known bending action which the strain on a boiler 
seam produces at the edges of a plate. This is illusirated in 
Fig. 2 und Fig. 3. A seam like that represented in Fig. 2 will, 
when subjecied to a strain, have a tendency to the form 
of that shown in Fig. 3, which produces a bending action «nm 
the plates at a and b. If now a groove has been cut in we 
plate by a calking tool, there is already an incipient fracture; 
which is liable to extend by the bending action described. 

The object of the device which we illustrate is to obviate the 
danger from the use of the ordinary calking-tool and substi- 
tute in its place one with a round point, like that shown on the 
left of Fig. 3. With such a tool there is of course no danger of 
cutting the plate, and at the same time it condenses the metal 
somewhat, as shown by the dark shading in the engraving, 
whereas with the old form of tool this effect could only be pro- 
duced close to the edge, which often had the efiect of forcing 
the plates apart inside of the edges, a» shown by the dotted 
line on the right of the rivet. 

We have a specimen of calking, from which the engraving 
was made, one side of which was done with the ordinary tool, 
and the other with the round-nosed tool. The plates were then 
bent into the position shown. The one, it will be seen, is bent 
at right angles without a flaw, whereas ihe other, when bent 
less than half as much, began to show a fravture along the 
edge. 

Fig. 4 represents a gauge for making tools for plates of dif- 
ferent thicknesses. 

This method of calking is patented by Mr. James Connery, 
who has charge of the boiler shop at the Baldwin Locomotive 
Works, where it is exclusively employed. It is also used by 
other locomotive manufacturers and boiler-makers, and has 
been adopted by the United States Navy Department for ite 
marine boilers. 

Further information, including a descriptive circular, can be 
procured of the inventor by addressing him at the Baldwin 
Locomotive Works, Philadel; hia, 
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Editorial Announcements. 


Addresses.— Business tellers should be addressed and drafis 
made payable to Tue Rarnoap Gazerrre. Vommunications 
for the attention of the Hditors should be addressed Evitor 
RAILROAD GAZETTE. 


Contributions.—Subscribers and others will materially as- 
sist us in making our news accurate and complete if they will 
send us early information of events which lake place under 
their observation, such as changes in railroad officers, organi- 
zations and changes of companies, the lelting, progress and 


completion of contracts for new works or important improve- 
ments of ones, experiments in the construction of roads 
and machi and wn their management, particulars as to 


the business of railroads, and suggestions as to ils improve- 
ment. Discussions of subjects pertaining to ALL DEPARTMENTS 
of railroad business by men practically acquainted with them 
are especially desired. Officers will oblige us by forwarding 
early copies of notices of meetings, elections, appointments, 
ond Shened” annual reports, some notice of all of which will 
be i 


Advertisements.— We wish it distinclly understood thal we 
will.entertain no proposiion to publish anything in this your- 
nal for pay, EXCEPT IN THE ADVERTISING COLUMNS. We give 
in our duilorial columns our OwN Opinions, and those only, 
and in our news columns present only such matter as we con- 
sider interesting and important to our readers. Those who 
wish to recommend their inventions, machinery, supplies, 
financial schemes, etc., to our readers can do 80 fully in our 
advertising columns, but it is useless lo ask ws to recommend 
them editorially, either for money or in consideration of adver- 





THE LONDON CITY RAILROADS. 








The pending investigations, if such they may be called, 
of the New York Rapid Transit Commissioners, gives un- 
usuul interest to the completed examples of city railroads 
abroad and the results of their working. Almost the only 
examples are the London railroads, concerning the con- 
struction of which a great deal has been said at one time 
and another; but of whose practical results, aside from 
the carriage of enormous numbers of passengers at very 
low rates, and poor returns to the stockholders, little is 
known on this side of the Atlantic. These roads, like 
otaer British railroads, make half-yearly reports, and 
those for the first half of the current year have recently 
been published. A little study of these may not be unin- 
teresting at this time, though we imagine that it will be 
well to say in advance that we need to be very cautious in 
drawing conclusions from these London roads to apply to 
our proposed New York road or roads. 

It is common to speak of the London underground rail- 
road as if it were a single line, or the property of a single 
company ; but there are in truth four lines in London 
which deserve to be called city railroads, three of which 
are wholly below the surface, while a fourth, though much 
ot it like the other three, extends to the suburbs, while 
the others are almost in the heart of the city. 

The Metropolitan Railway (until recently the longest 
London underground line) carried 23,543,567 passengers 
during the first half of this year—the largest number yet, 
though for the whole year 1874 more than 44,000,000 were 
carried. ‘The gross receipts from traffic were £222,988, 
which shows an average receipt of 2.273 pence per passen- 
ger, which is 46 cents gold, or (just now) a trifle more 
than 5 cents currency. The road is eight miles long, but 
there is a great deal of short traflic on it, and it serves 
lar.ely for the distribution of passengers arriving by the 
other railroads, and there is no way of ascertaining the 
average journey of the passenger, or the average rate per 
mile. The working expenses were just 40 per cent. of the 
receipts, which shows the average cost of carrying a pas- 
senger to have been two cents. But the amount of cap- 
ital invested in the undertaking is so great that even this 
exceptionally large traffic and exceptionally large propor- 
tion of profit enabled the company to pay only a dividend 
at the rate of 3} percent. perannum. The road carries 
three classes of passengers, about three-fourths of them 
third-class. 

Bearing in mind that the report is not fora year, buta 
half-year, we find that the receipts per mile of this road 
were at the rate of $162,609 in American currency—say 





$325,000 per year, or nearly five times as great as the 
Pennsylvania's main line receipts—truly an enormous in- 
come; and, as 60 per cent. of this is profit, the sum avail- 
able to pay interest on the investment is $195,000 per mile, 
which is 7 per cent. on nearly $2,800,000. It is because 
the Metropolitan has cost nearly twice as much that it is 
an unremunerative undertaking. So far as receipts and 
profit are concerned, the result of this road ought to be 
encouraging, rather than otherwise, to the projectors of a 
New York city railroad. Ifit issaid that the Metropoli- 
tan does not earn more than 4 per cent. on the capital in- 
vested in it, we may answer that a road may be built in 
New York for much less than half the cost of the London 
line. 

Another London city road is the Metropolitan District, 
now eight miles leng also, although last year it was but 63. 
The earnings for this line were, for the last half-year, at 
the rate of $93,500 per mile, American currency—at the 
rate of $187,000 per mile per year. It pays no dividends. 
The capital per mile at the end of 1874 was about 
$3,580,000. 

A third, the Metropolitan & St. John’s Wood, is but 1} 
miles lung, and its earnings were $38,875 per mile for the 
half year—$77,750 per year. It pays no dividends. 

The North London is longer than any of the others -12 
miles—but is partly suburban as well as urban. It is the 
most profitable to its proprietors of all the London city 
railroads, owing mainly to its lower average cost; but its 
earnings too are enormous, reaching for the last half-year 
$82,300 currency per mile, or at the rate of $164,600 per 
year. Until 1873 this road paid 6 per cent. dividends 
quite regularly ; in 1874 it paid 5 per cent. At the end of 
that year its capital account per mile was $1,730,000 Ameri- 
can currency. 

Here we have in London 293 miles of costly metropoli- 
tan railroad, which during the last half-year earned a total 
of $3,101,500 in American currency, or at the average rate 
of $104,250 per mile of line. Now there are those, doubt- 
less, who will think this a case for a problem in simple 
proportion, and say: As London’s three and a half mil- 
lions are to New York’s one million, so are the $6,000,000 
yearly receipts of the London metropolitan railroads to 
the yearly receipts of New York’s future metropolitan road, 
whence the latter=$6,000,000--33—$1, 714, 285. 

Unfortunately such short and easy methods will not 
suffice. London is not New York, and a comparison of 
populations does not enable us to ascertain bulk of traffic, 
amount of earnings, profits, or anything of the kind. Ifit 
did, we would only know that a New York city railroad 
or system of city railroads, would probably have a gross 
income of about $1,700,000, and-with the average percent- 
age of working expenses of American railroads, it might 
have a net income of about $600,000, which will pay 7 per 
cent. interest on a capital of $8,500,000; and then we 
could conclude that a New York system costing no more 
than this amount would be a fair investment. But the 
circumstances are so different that it is hardly worth our 
while to look at these figures. The most important results 
of the working of the London roads for our considera- 
tion are the enormous bulk of their traffic, and 
the low cost of carrying it, proving that 
there are circumstances which make it possible to 
obtain a business to which that of our greatest trunk lines 
is trifling; that a railroad can accommodate such a traflic 
with safety without any extraordinary provision of trucks; 
and that with so large a traffic, the cost per unit, relatively 
to that on ordinary railroads, is greatly reduced. 

We cannot say absolutely what the cost per unit of 
traffic is on any English railroad. We know, however, 
that the fare for the lowest class is rarely less than two 
cents a mile on the ordinary railroads, while on the lead- 
ing Metropolitan line the average receipt on a line eight 
miles long is only five cents; and it is reasonable to sup- 
pose that the average journey on such a line is nearly one- 
half of its length. Then the average working expenses 
of British railroads have been recently about 50 per cent. 
of the receipts; the working expenses of the Metropolitan 
are 40 per cent. The average expense per passenger per 
mile on British railroads in general, therefore, must be as 
much as one cent gold, for the lowest class: on the Metro- 
politan, for all classes, it is but two cents currency per trip, 
and to make it us much per mile as on the other railroads 
would require that the average trip should be less than 
two miles—which is altogether improbable. 


But there are circumstances which distinguish the 
London lines from any probable city railroad or system 
of city railroads likely to be built in New York. Some of 
these we will point out. 

London is the center of a great system of railroads, 
which enter it from all directions, and have to connect 
with each other for the interchange of passengers and 
freight. There are twelve or fifteen distinct lines. New 
York is entered from but one direction—the north —and 
by but two lines, an‘ so far as through passenger traffic is 
concerned, by but a single line. The larger part of the 
great system of roads built to carry traffic to New York 
have their termini in Jersey City ; a few others, in Brook- 


city, and never likely to run either their passenger or 
freight cars into the city of New York and to New York 
city stations, whatever matropolitan railroads may be con- 
structed. Between the railroads and New York there is a 
great gulf fixed, which by the use of ferry-boats is not a 
formidable obstacle to traffic w.th the city, it is true, but 
is an almost insuperable obstacle to the interchange of 
traffic with the railroads which run their cars to stations 
within New York. 


Now this is no trifling matter. If a New York elevated 
or underground railroad would enable the Pennsylvania, 
the Erie, the Central of New Jersey, the Delaware, Lack- 
awanna & Western, the Midland, the Long Island, the 
Flushing, North Side & Central, etc., to run their passen- 
ger cars into the city of New York, to the Grand Central 
Depot, to a station down town, to one on the east side or 
one on the west side, or to any or all of these, and to run 
their freight cars upon the tracks of any other railroad 
and to freight stations at twenty places within the city of 
New York, itis evident that such a road would have an 
enormous traffic of this kind, altogether independent of 
the purely city passenger traffic for which it is now pro- 
posed to build one. 


Now the London city railroads serve just this purpose 
of uniting the twelve or fifteen great railroad systems 
which have termini there, and affording routes by which 
passengers go from one railroad to another, as well as 
from one part of the city to another. To be sure, the 
roads named are not the sole connections, as several have 
been made by the great railroad companies themselves, 
and very little freight moves on the underground roads; 
but they are largely used for connections between different 
passenger stations, and this gives them a large traffic of a 
kind which will hardly have any place on a New York city 
railroad. 

Another matter illustrated by the London roads is the 
cost of maintenance under so enormous a traffic. Here 
again we cannot depend upon London experience as an 
exact measure of what the cost in New York would be; 
but the figures will nevertheless be suggestive. On the 
Metropolitan for the last half of 1874, the total expense 
for maintenance of road, works and buildings was at the 
rate of just about $3,000 of our currency per mile of track 
(the company had 21} miles of track in its eight miles of 
road), or at the rate of $6,000 per year, which is $16,300 
per mile of road. The Metropolitan District, with a much 
lighter traffic, paid out about $1,700 per mile of track for 
the same half-year; the North London (about one-third 
of whose income is from freight) expended $2,170 fort 
maintenance for the same half-year. The rails of the 
Metropolitan, of steel, weigh 85 pounds per yard. 

Another problem solved on the London lines is the run- 
ning of trains with safety at very short intervals of time. 
It is evident from the number of passengers carried that 
there must be frequent trains, but it would seem natural 
that, for economy's sake as well as to secure longer ,inter- 
vals between trains, the trains should be made very large. 
This is not the case, however. The trains are small, on 
the average containing not more than five of the small 
English cars. This is not to permit an exceptionally high 
speed; on the contrary, it isa low speed—for England, ex- 
tremely low—only about 15 miles per hour. Notwithstand- 
ing the light trains and low speeds, however, very heavy 
locomotives are employed—tank engines weighing, with 
coal and water, 100,000 Ibs. This great power attached to 
a light load makes it possible to start and get under full 
headway very quickly, which is a prime necessity with a 
passenger road whose stations are close together -and on 
the Metropolitan there are two only 1,700 feet apart. Here 
some trains are allowed only two minutes for the stop at 
one station and the trip between the two! Generally bu 
one minute is given for the stop at way stations, which 
again proves that a very rapid discharge and taking on of 
passengers is practicable. 

By the time table of 1870, according to Schwabe, who 
visited the road that year, there were 798 trains daily to 
and from the Moorgate street station from ten minutes 
past five in the morning until four minutes before one at 
night—aa average of one ina little less than three min- 
utes! which we can hardly prevail upon ourselves to 
believe; though during business hours trains are gene- 
rally not more than three minutes and in some cases only 
two minutes apart. Well may the German investigator 
whom we have quoted say: ‘‘ This running is unique of 
its kind, and it is necessary to have seen it to admit its 
possibility.” However, about two miles of the road, over 
which ran 31 trains which went no further, have four 
tracks. 

Altogether, the experience of the London city railroads 
shows-that a structure in New York may be made to &¢- 
commodate the largest traffic we can expect one to get, 
with two parallel tracks devoted solely to passengers; that 
with an exceptionally large traffic and a solid structure 
the cost of carriage may be very small; and that with a 
fraction of the net income per mile of the London city 
railroads, good interest could be paid on the estimal 
cost of the most expensive elevated railroad yet proposed. 
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The difference in the cost of working such a road in New 
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York, cs aompared with London, can be ascertained ap- 
proximately, but the bulk of the traffic cannot—at least the 
experience of London gives very little help in making 
an estimate of such traffic. But with economical struc- 
tures like most of those proposed, but trifling net earn- 
ings, compared with those of the London roads, would be 
required to make them abundantiy profitable; and if 
they are such as will really afford comfort and conve- 
nience to the population moving up and down town, it is 
hard to believe that they will not secure traffic enough for 
this purpose. At least, in view of the shocking results of 
the late census, showing an increase of less than 5 per 
cent. in the population of Manhattan Island during the 
past five years, the landowners of New York city cannot 
afford to permit it to be without such a road much longer. 
They can well afford to build the costliest structure yet 
proposed and work it entirely without profit rather than 
suffer the losses, or lose the otherwise certain gains, which 
will be the result of the continuance of the present con- 
dition of things. 








A Summer Excursion. 

The “fatigue of metals” is now so commonly recognized 
that tue phrase has become a sort of technical term to describe 
the condition of iron and other materials when they have be- 
come tired, so to speak, from being subjected to frequent 
strains. That their strength is restored by repose is alsoa 
well-established fact, and nearly all master mechanics have 
observed that locomotives which are allowed to rest periodi- 
cally will do more work with a given amount of repairs than 
they will if kept in service continuously. It seems rather re- 
markable that with all the wonderful safeguards which nature 
has provided to prevent us from overstraining the delicate 
machinery of our bodies and minds, the fact that a locomotive 
grows weary should impress upon us the importance of seek- 
ing rest and “to lie up for repairs.” Nevertheless, we believe 
that most people when they hear the fact stated for the first 
time at once feel a strong desire, to use shop phraseology, to 
‘knock off and loaf.” The writer attributes his own inclination 
in this direction partly to the fact that during the past winter he 
had listened to Professor Thurston and had been studying with 
more or less care the phenomena of the “ fatigue of metals,” 
and felt generally during the month of July as though he had 
worked quite up to the “elastic limit.” The result was that 
a fine summer morning found him, not long since, with the 
matured purpose of leaving New York, and of visiting Sara- 
toga, and of sauntering about, as leisurely as express trains 
and steamboats would permit, along rivers, over lakes and 
among the mountains, while, as opportunity occurred, he pur- 
posed visiting railroad men in their smoky haunts where they 
have spun webs more intricate than spiders, but composed of 
iron rails instead of gossamer threads. With this intention, 
then, he reached the Grand Union Depot in New York in ample 
time for the “Saratoga express.” This train is made up 
chiefly of Wagner drawing-room cars, with one or more ordi- 
nary cars, which, report said, were usually overcrowded and 
often occupied by some very disagreeable people. The writer 
consequently determined to take a chair in what a friend calls 
the “swell cars,” and applied for a secured seat at the proper 
office. The attendant was a young man who seemed to make 
it his aim to appear ‘as smart as a steel trap.” He closed all 
his remarks with a sort of snap, and unless great self-control 
was exercisel by the applicant for a ticket, he was made to 
feelas we imagine a rat does when he has been trying to 
steal the bait without springing the trap. When he—the 
young man, not the rat—began a remark, he started easy, 
but shut up with a bang like the valve of a hy- 
draulic ram. Now, for all we know, he may be a 
very well-meaning person and faithful to his em- 
ployers, but it is safe to advise him to lay to heart the efficien- 
cy of molasses in comparison to vinegar in the capture of flies. 
Here we might as well give a little advice to railroad subor- 
dinates, which has been on hand a long time, and which may be 

Worth to them as much as—many years’ subscription to the 
Railroad Gazette would amount to. This advice is: be polite, 
young man. You never can tell what the effect of your inter- 
course with strangers may have on your career. If, for exam- 
ple, the writer were acquainted with Mr. Vanderbilt, which he 
isnot, or with Mr. Wagner, who manages the drawing-room 
tars, which also he is not, and should chance to suggest to 
tither of them that he bad better put a muzzle on a certain 
ticket agent, the effect might be that for some reason the 

‘gent aforesaid might find that the ground on which he stood 

officially would suddenly give way, and instead of being asked 

to go up higher, the invitation might be to “step down” or 

“out.” Now, doubtless, a great many men who do know either 

Mr. Vanderbilt or Mr. Wagner apply, as we did, at that same 

little window for tickets to the drawing-room car. Now, if the 

Person behind it is not very careful, our imaginary conversation 

May become a real one and—we leave him to imagine the re- 

mult. If, however, persons in similar positions would only lay 

‘0 heart, what is a fact which they can observe for 

memselves, that everybody likes cheerful people, and 

“ inclined to befriend them, they would certainly oftener 

ge the good will of. people, and only those 

Yho have had an opportunity for observing know 

how valuable a word uttered at the right time may be to an 

‘mploye on a railroad in securing for him the promotion 

allseek and desire. There was a young man loading 

Wood in a steamboat yesterday, who did it so merrily, and who, 

M every landing, moved about so cheerfully, that every pas- 

“hger who looked on felt a friendly impulse towards him, and 

who see him daily would doubtless soon act, as well as 
the part of a friend to him. Of course, politeness and 
are not the only traits which should be cultivated 


to secure advancement. No matter how polite an unfaithful, 
indolent, dishonest or inaccurate person may be, no amount 
of suavity will atone for these defects of character ; but many 
an otherwise capable person is never advanced because he habi- 
tually assumes a sort of porcupine, bristly offensiveness in his 
manner, and thus fails to make friends, and is therefore with- 
out any at the critical time when friends could be of the most 
service. 

This journey gave us the first experience in riding through 
the whole length of what is called the Fourth Avenue Im- 
provement, or the depressed and underground track in that 
street. A single journey through it is sufficient to show that 
the arrangements for providing ventilation are entirely insuf- 
ficient to keep the air in even a tolerable degree of purity. 
The whole atmosphere in nearly the whole length of the covered 
portion is filled with coal gas, the effect of which is very disa- 
greeable. Besides, the frequent alternations from broad day- 
light to sometimes absolute darkness are anything but agreea- 
ble. Itis, we believe, safe to predict that with anything like 
the number of trains which would be demanded by a road 
worked as a line for “rapid transit,” at all adequate to the de- 
mands of New York city, the air in the underground portion of 
the line would be simply intolerable, and dangerous to life and 
health. The results of working this line ought, we think, to 
set at rest forever any idea of an underground road for rapid 
transit in New York. 

Aride on the Greenwich-street Elevated road, on the con- 
trary, isin the open air, with a fine view of the street below, 
and plenty of light to read, the latter advantage being a very 
great one to those whose only opportunity during the day for 
reading the morning or evening paper is that afforded by their 
journey to and from their places of business. An elevated road 
constructed on Third avenue, or on any street parallel near to 
Fourth avenue, would make it impossible to secure any consid- 
erable local traffic on the latter line, excepting such as might 
be compelled to travel there. 


Among the delusions now entertained and to some extent 
cherished by railroad managers, and destined to pass away, we 
believe, may be numbered that of palace or parlor cars, as they 
are called. That there should be,some liberty of selection in 
the company we will travel with, we believe to be right, and 
founded on a proper distinction which all right-minded people 
make in all other social relations. That is, a person who is 
cleanly in his language and habiliments ought to be given the 
privilege of excluding from immediate personal propinquity 
those who are offensively filthy in habits or raiment, Our in- 
stitutions and traditions do not, it is true, recognize classes 
which are distinguished by birth or social position, but our 
standards of morals do classify people by their conduct and 
characters. Now the fault which we have to find with the 
present parlor cars is that they make wealth and display the 
basis of classification, that, owing to the large amount of 
money expended for show the charges are necessarily too high 
for persons of moderate means, and that the cars are less com- 
fortable than ordinary care would be if more skill and know- 
ledge were exercised in their construction. In order to make 
a display of large plate-glass windows, the latter are made 
more than twice as wide as is usual, The result is that each 
window must serve for two seats, so that neither person has so 
good a view as he would have with the ordinary window. In 
the next place, arm-chairs are provided because they look 
luxurious. These chairs of course seat only one person, so 
that a car can carry only half as many passengers as those of 
the ordinary construction. The result is that the charges 
must be much greater than they need be if more persons could 
be seated. The great weight and the costly upholstery and 
wood work also add to the expense of maintaining such cars. 
li, however, instead of such cars, those of the ordinary plan 
were built, without any effort at useless display and ornamen- 
tation, the sole aim being to make them comfortable and keep 
them clean, and if the seats were arranged in the usual way, 
but of ample width, not less than 36 inches from the center of one 
to the center of the other, with the most comfortable and least 
showy upholstery, but kept scrupulously clean and well warmed 
and ventilated in winter, the costof providing reserved seats 
in such cars would be about one-half that of seats in our present 
“parlor” cars. Passengers could also have the privilege of 
taking the entire seat, or space sufficient for two passengers, if 
they wished, and would thus be secure from intrusion. Such 
cars could be made even lighter than those now in common use, 
if only the designers could divest themselves of the pernicious 
and expensive propensity for absurd ornamentation. 

It is amusing, too, to observe what awkward descents human 
vanity makes when it comes in contact with stern facts. If any 
adequate reason could be assigned for the use of the large 
plate-glass windows, it would be that they give 
the occupants of the cars on the Hudson River 
Railroad a better view of the matchless scenery along 
that line. It was found, however, that to open these windows 
in summer was to admit a tornado of wind and a simoon of 
dust when the train is running at full speed. It was, therefore, 
found necessary to insert in each window a wire screen as long 
as the full width of the window and about 10 inches wide. The 
sash is raised up, and the screen is placed between it and the 
window sill. This, of course, raises the sash rail that distance 
above the sill, and brings it directly on the line of sight of pas- 
sengers in looking out of the window. It is, therefore, neces- 
sary in order to see out either to stretch one’s neck 80 as to see 
over the rail or else crouch down in an equally uncomfortable 
position in order to see under it. The privilege of doing this 
costs $1.50 from New York to Saratoga. 

At present we are not able to command the use of a sufficient 
number of adjectives to describe the Hudson River and its 
scenery adequately. As several thousands of persons have tried 
to do the same thing before, the omission may be excused, 
and probably with some gratitude, 

Saratoga presented the usual kaleidoscope, by describing 
which numberless newspaper correspondents have earned bread 





and butter, if not much repute, during the present and past 
tsummer, The lion and the lamb, and likewise the bull and the 
bear, to say nothing of the tiger, who has his lair there, lie 
down together. Jews, gentiles and—being race week—jehus 
eat, drink and lounge together, and extemporize cavernous 
yawns at the length of the days and the dreariness of what 
they choose to regard as their summer recreation. 

From Saratoga our journey was laid out through Lake George 
and Lake Champlain to Burlington, Vermont, and thence to St. 
Albans. To reach Lake George from Saratoga, travelers go to 
Glenn’s Falls, and thence by stage to the Fort William Henry 
House, at the head of the lake. The ride by stage, a distance 
of nine miles, is very romantic, and through nearly the whole 
distance is over historical ground, and the scenes of many fierce 
contests during the 6ld French war, and, later still, during our 
own revolutionary war. Unfortunately, most of this particu- 
lar ride was after dark, so that it was more by faith than by 
sight that the fields of bloody battles were looked upon. 


The Fort William Henry House, as many of our readers know, 
is a large hotel opened as a summer resort, and situated among 
some of the most romantic scene y in the country. A small 
steamboat runs up and down the lake and carries excursionists 
almost exclusively. The sail is one of the most dehghtful 
imaginable, and it would be easy to fall into a vein of fine 
writing in describing it. We will, however, only venture into 
description to the extent of explaining what many persons 
either have never known, or else have forgotten, which is, that 
the mouth of the lake is at the northern end, from which a 
stream leads into Lake Champlain. The land crossed by stage 
from Glenn’s Falls to Lake George is the divide between 
the Hudson River and the lakes which empty into the St. Law- 
rence River. Lake George is 240 fect higher than Lake Cham- 
plain, and consequently the stream connecting the two fur- 
nishes excellent water power about Ticonderoga. Formerly the 
distance, five miles, from Baldwin, the northern end of Lake 
George, to Ticonderoga, on Lake Champlain, was traveled in 
stages, but since last season the Delaware & Hudson Canal 
Company has completed a branch road between these two 
points. It is of course a descending grade from Lake George to 
Champlain, for a part of the distance over 100 fect per mile. 
The cars on this branch were built expressly for Summer tray- 
el and have openings in the sides as large as the windows in 
drawing-room cars. These openings are covered with curtains 
in stormy weather, but are not glazed, The seats are arranged 
longitudinally in the centre of the cars, and the passengers sit 
back to back. The cars are admirably suited for the purpose 
for which they are intended, and for so short a journey as that 
over the branch road on which they are used. 


A line of excellent steamers plies on Lake Champlain and 
lands at Burlington, Vermont, Piattsburg and Rouse’s Point, 
New York. The landing at Ticonderoga is very near the ruins 
of the old Fort. Further north on the lake, the steamer 
passes the ruins of Fort Frederick on Crown Point, which, al- 
though not so often heard of, is now in a better state of pre- 
servation than Fort Ticonderoga. 

At Burlington the Central Vermont Railroad took us to St, 
Albans, where we spent part of a day with Mr, Foss in looking 
through the shops of that road. These shops are large and 
very permanently built of brick. There are two engine houses, 
one with 28 and the other 23 stalls, each of them occupying 
somewhat more than the half of a complete circle. The tools 
in the shops are chiefly from the Putnam Machine Com- 
pany’s works at Fitchburg, Mass., but we noticed several steam 
hammers built by Ferris & Miles, of Philadelphia, Many of 
engines are a little antiquated in design, but the late ones 
built by Mr. Foss are good examples of serviceable American 
locomotives. The fuel is chiefly wood, in burning which Mr, Foss 
dispenses with a grate, and uses instead a system of what might 
be called deflecting plates, which were used in what was called 
the old Buffalo grate, but which it would be impossible to de- 
scribe intelligibly without an engraving. Mr. Foss has aban- 
doned the arrangement originally employed for admitting air 
through the bottom of the ash-pan, and has provided, instead, 
openings and dampers at the front and back ends. We no- 
ticed a very complete model of link-motion nearly finished in 
the shop, which Mr. Foss remarked he was having built be- 
cause he knew of no easier and more effective way of saving 
fuel than by trying his valve gear with such a model, Many other 
master mechanics might, we feel sure, profit by following his 
example. 

The Central Vermont road, as most of our readers know, is 
now, and has been, ina state of perturbation for some time 
past. This fact, with a diminished business, has been the 
cause of very great dimunition of work done at the shops, and 
general dullness is the prevailing characteristic. All new work 
has been stopped, and only such as is absolutely necessary is 
done. The result is that there is very little new to report, and 
the effort there, as wellasin many other shops, is directed 
more towards economy than to new improvements, We 
noticed, however, a draw-head, which we can commend very 
highly. It consisted simply of a cast-iron draw-head with a 
strong lug cast on top, 60 as to act as a stop and prevent the 
head from being pushed in further than the lug. In this posi- 
tion there is ample room between the coupling-pin and the end 
timber of the car to enable a person to grasp the pin without 
danger of having his hand crushed when one of the cars butts 
against the other. We hope to publish an engraving of this as 
soon as some contemplated improvements are added to it. Mr, 
Foss also showed a model of his improvement in the “inside” 
pipes for locomotives ; but as we will soon publish an engray- 
ing of this, we will not describe it further than to say that it 
consists of a pipe made in the usual telescopic form, but so that 
both the top and bottom sections are adjustable by separate 
levers within reach of the locomotive runner. A gigantic snow 
plow, which the severity of the winter makes necessary on this 
road, interested us very much, as it was the largest specimen 











we have ever seen. Asa description without drawings would 
be very uninteresting, and probably unintelligible, we will only 
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Flour and Grain Movement. 


Receipts and shipments for the week ending July 24, are re- 
ported as follows: 


Flour: 1875. 1874. Inc. or Dec. P.c. 

Lake ports’ receipts......... 100,502 87,101 Inc.. 13,401 15.4 
a «  ghipments....... 100,213 99,441 Inc.. 7172 0.8 

Atlantic ports’ receipts..... 173,167 173,615 Dec. 448 «(0.3 
Wheat: 

Lake ports’ receipts........ 2,163,508 1,186,376 Inc.. 977,132 82.3 
o « ghipments...... 2,042,025 689,995 Inc.. 1,352,030 196.0 

Atlantic ports’ receipts.... 1,240,854 1,004,510 Inc.. 236,344 23.5 
Grain of all Kinds: 

Lake ports’ receipts....... 3,964,658 3,020,789 Inc.. 943,899 31.3 
a “ ghipments..... 4,119,353 2,101,661 Inc.. 2,017,692 95.0 

Atlantic ports’ receipts... 2,457,446 2,836,070 Dec.. 378,624 13.3 
The immense increase in the movement at lake ports is the 


striking feature in this report. The number of bushels shipped 
i1 this one week exceeds an eleventh of the shipments of the 
cvlendar year—29 weeks—that is, was about two and a half 
tines the average. 

Of the total grain shipments from lake ports, 184% per cent. 
went by rail, against 164% per cent. for the corresponding week 
in 1874, and 13 per cent. in 1873. 

The shipments of wheat from Oregon for the year ending 
with June, amounted to 2,396,667 bushels, and the flour to 227,- 
796 barrels. Reducing flour to wheat, we have the total equiv- 
alent to 3,535,600 bushels. Subtracting the small amount sent 
to California, we have left a balance of 3,129,000 bushels ex- 
ported, which, added to the California exports for the same 
time, makes a total of 20,090,000 bushels exported from our 
Pacific coast during the year. 

Buffalo grain receipts for the seven months ending July 31 
were reported as follows, by the Commercial Advertiser : 

75 











P 1875. ——1874.- 
Flour, bbls. Grain, bu. Flour, bbls. Grain, bu. 
By lake........0. 418,239 20,686,257 614,765 26,405,589 
By rail....ccccess 767,100 10,985,130 1,129,352 17,033,321 
Totals......1,185,339 31,671,387 1,744,117 43,438,910 


The decrease in flour this year was 32 per cent. andin grain 
27.1 per cent, Of the flour 64.7 per cent., and of the grain 34.7 
per cent. came by rail, The shipments of grain for the same 





period were, 
1875. 1874. 
By canal, bushels.......seecescccsseesssssess 12,800,106 19,835,5: 
By rail, bushels.........sssececccccesccscees 5,790,474 6,321,678 
Totals... cccccccccccccccccccsccccccccces 18,590,580 26,157,232 
A decrease of 7,566,652 bushels, or 28.9 per cent. The rail 


s 1ipments were 31.1 per cent. of the whole in 1875, and 24.2 
pr cent. in 1874. 

Chicago receipts for the week ending July 31 were 41,731 bar- 
rels of flour and 2,326,190 bushels of grain of all kinds in 1875, 
against 22,643 barrels of flour and 1,784,881 bushels of grain in 
1874. The shipments were 38,425 barrels of flour and 1,671,672 
bushels of grain this year against 27,921 barrels of flour and 
1,255,904 busels of grain last year. ‘The increase in grain is 
30 per cent. in the receipts and 33 per cent. in the shipments. 
Ooal Movement. 


The following coal tonnages are reported for the week ending 
July 24: 





1875. 1874. Inc. or Dec. P.c. 
Anthracite..............-. 587,324 347,442 Inc. .239,882 69.0 
Semi-bituminous, Broad 
Top and Clearfield...... 21,624 acecee = tee 
Cumberland ....... seccce ase 20 sibaeeso8=—s we 
Bituminous, Barclay...... TIBb ll ccccce 
ss Western Pa... 38,922 ...... 
e West Va...... 2,488 
Coke, Western Pa........., 13,573 





The coal tonnage of thé Pennsylvania Railroad for the third 





week in July was as follows : 
Tons. 
I. «. ... < snes:ba peuebkit eed coe mgs .s.neie eninge eabineneeanenn 27,38) 
SD. 240009600 60.0g00eeee0ssoeesens 0005s oeaebeneebun 62,497 
CG Che hibakess cp leuko s5n0660bedoudecgh soho eaenbeausnueeeee 13,579 
I ini s 65'60 00006 0Wsnes Sid be0ssbeaeneeaseeieann 103,463 


The St. Louis Raihvay Register reports coal receipts at that 
city for the three months ending June 30 as follows: 





Tons 

enn as etwmiieeh BOND, . 2. oncc.00bcseescscnse peneneeses ee 58,200 
TMI. 1s ioube0 so 0u006d060' 0000 b000dss00e00edabhbenssaeee 36,870 
ey MON ar SOME MORSEOED «00005 00te sete seescesecqedésesSbeeeeee 34,138 
TE: (iM, <cicntéunesueteessoekstcscndeneeetneanel 32,990 
Se as MENIRGTRE,, . ccccccedoccccccccccccosscesscsbeessdseceece 24,642 
ID Tt RIA << cpnacmiinpineietabhebuaspand anaes 2,351 
St. Louis, Iron Mountain & Southern, Arkansas Div............ 100 
” sad “ Belmont Div............ 45 
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Reports are lacking from the Cairo & St. Louis and the Chicago 
& Alton. It will be seen that the great bulk of the coal came 
from Southern linois. 





OLD AND NEW ROADS. 
Boston, Revere Beach & Lynn. 


This road has been completed and was opened for public 
traffic July 29. Some work yet remains to be done on the sta- 
tions along the line, and on the ferry-house in Boston. The 
toad, which is of 3-feet gauge, and intended entirely for sub- 
urban travel, runs from Fast Boston through the town of Re- 
vere to Lynn, following along the beach a great part of the 
distance. It is about 10 miles long. A considerable revenue 
is also expected from pleasure and excursion travel in the Sum- 
mer, The company owns a ferry of its own between East Bos- 
ton and Boston, by which connection with the road is had. 

The company has offered free passage over the road fora 
ar to any one buying land and building a house along the 

eof the road. The object, of course, is to encourage subur- 
ban settlements along the line. 

The business of the road has opened so well, and the number 
of passengers traveling over it is so large, that the directors 

vé already voted to put down a second track. All the bridges 
Were made for a double track in the first place. Three new en- 
gines and 10 cars will also be ordered at once. Work on the 
station buildings is being pushed forward. 
Tennessee Railroad Taxation. 

The East Tennessee, Virginia & Georgia Company has given 
Rotice of its intention to pay the 1% per cent.on gross earn- 
ings, which the law allows to be paid in lieu of all other taxes. 

.+he State Assessors have issued a circular to all the compa- 
lies, requesting them to give notice of their intention oer 
the law. If no answer is received, an assessment of the 
ot will be made. 

er their charters. 


Boston, Hartford & Erie. 


€ final transfer of the property to the New York & New 
England Company has been made, and the trustees have ceased 
perate the road, which is now worked by the new company. 


Utica, Ithaca & Elmira. 


At the first meeting of the new board, held in Ithaca, July 31, 
the peccting the officers and committees for the ensuing year, 
Ein esident was authorized to execute a contract with the 
tire 


iron Company for steel rail and fish-plates for the en- 





Several companies claim exemption 


A contract to allow the Utica, Ithaca & Elmira Railroad to cross 
the track of the Delaware, Lackawanna & Western Railroad, on 
grade, near the old Pugsley depot, was also confirmed. 


Indiana Railroad Taxation. 


The assessment of the railroad property in the State of In- 
diana has been finally completed by the State Board of Equali- 
zation. The total valuations are as follows : 

Main track, 3,881.45 miles........sseeeeeceseeeees cemececce $27,809,559 
Sidings, 499.58 miles..........cceceecccceccceceneceseecees 997, 
Equipment... ..ccccccccccccccccccsccccsccsvsccscsccscceces 8,574,395 


Total. .occccccccccccccccccccecvccccvccccccs eocccecees $38,381,448 

The valuation of main track varies from $16,500 per mile, at 

which the Lake Shore, the Michigan Central and the Pittsburgh, 

Fort Wayne & Chicago are assessed, down to $2,000 per mile in the 

case of the Cincinnati, Rockport & Southwestern and the Louis- 

ville, New Albany & St. Louis. The average per mile is $7,422 
for main track and $3,998 for sidings. 


Boston & Maine. 


This company has begun to build a new depot in Portland, 
Me., near the old transfer depot. 


Michigan Railroads in 1874. 

The report of the Michigan Railroad Commissioner for 1874 
gives some figures as to the earnings and traffic of the rail- 
roads of the State. Those given below include all whose earn- 
ings have not been published heretofore for the year ending 
December 31: 








Earnings P.c. 
Net per of 
Earnings. Expenses. earnings. mile. exps. 
Chicago & Lake Huron... $345,399 $255,282 $90,117 $1,489 173.91 
Chicago & Michigan Lake 

BOLE. .... 0c eeeesceees 445 536,843 146,602 2,778 78.55 
Detroit & Bay City ....... ,333 =. 289,916 100,417 3,424 174.27 
Detroit, Hillsdale & Ind... 63,751 47,329 16,422 996 74.24 
Fort Wayne, Jackson & 

MBW. coccccccccccees 277,223 180,805 96,418 2,772 65.22 
Grand Rapids & Ind..... - 1,175,883 759,203 416,680 510 64.56 
Traverse City......++++++ 102 15,753 9,349 965 62.76 
Grand Rapids, Newaygo & 

Lake Shore..........++++ 135,189 63,839 71,350 3,863 47.22 
Hecla & Torch Lake...... 41,368 75,057 33,689 10,342 181.44 
Marquette, Houghton & 

Ontonagon.........0+06- 882,974 483,941 309,032 10,034 54.88 
Michigan Lake Shore..... 84,804 59,137 25,667 1,488 69.73 
Paw Paw......seeeseseses 9,987 9,342 645 2,497 93.54 
Saginaw Valley & St.Louis 112,434 51,310 61,124 3,307 45.64 
St. Clair & Chicago Air L’e 18,689 2,233 6,456 1,168 65.46 

* Deficit. 

The work done for the year is reported for the following 
roads : 

Passenger Tonnage 
Mileage. Mileage. 
Chicago & Mich. Lake Shore. ° 12,367,481 
Detroit & Bay City........... 8,078,674 


see eeeee 


Fort Wayne, Jackson & Sagini 
Grand Rapids & Indiana..... 
Traverse Vity......... 


Hecla & Torch Lake.... 1,038, 

Marquette, Houghton & Ontonagon 16,812,652 
Saginaw Valley & St. Louis......... ° 1,194,013 
St. Clair & Chicago Air Line.............. 148,668 


The mileage owned and capital accounts were as follows : 





Funded Floating 
Miles. Stock. Debt. Debt. 
Chicago & Lake Huron....... 232 $5,775,000 $5,140,000 $2,142,420 
Chicago & Mich. Lake Shore, .246 1.611,167 6,630,000 1,093,167 
Detroit & Bay City........... 114 ~—:1,331,450 2,331,000 200,000 
Detroit, Hillsdale & Ind...... 64 344,092 1,470,000 141,494 
Fort Wayne, Jackson & Sag- 

IMOW. cccccccccccce voce cece 100 1,151,000 2,000,000 222,268 
Grand Rapids & Indiana...... 335 2,800,000 8,000,000 351,179 
Traverse City........sccccees 26 205,000 250,000 38,407 
Grand Rapids, Newaygo & 

Lake Shore.........++s++4 35 533,000 576,000 223,738 
Hecla & Torch Lake.......... 100,000 eesdes 73,060 
Marquette, Houghton & On- 

FOMAGON. 2.0 ccccce cocsecees 82 2,506,600 5,456,000 769,899 
Michigan Lake Shore........ 57 450,000 880,000 107,735 
Paw PAW...0cccccccces coe & 75,000 15,000 10,000 
Saginaw Valley & St. Louis.. 28 265,543 446,000 13,761 
St. Clair & Chi. Air Line...... Di eesewe 325,000 ° 


The Marquette, Houghton & Ontonagon works six miles of 
leased road, making 88 miles in all ; the Saginaw Valley & St. 
Louis six miles also, making 34 miles in all. The Traverse 
City road is worked by the Grand +r, & Indiana, under 
a temporary agreement. The St. Clair & Chicago Air Line 
works only 16 miles of the 20 owned. Three of the roads were 
in the hands of a receiver, the Chicago & Lake Huron, the 
Michigan Lake Shore and the St. Clair & Chicago Air Line. 
The Detroit, Hillsdale & Indiana has been sold under fore- 
closure since the close of the year, materially altering its cap- 
ital account. Not one of the roads in the list paid any dividend 
on the stock, and seven of them were and are wholly or partly 
in default on the interest on their debt. The capital account 
of the Marquette, Houghton & Ontonagon includes investments 
in mines and mineral lands, besides the actual cost of the road. 
It must be remembered that this table includes all the smaller 
and less productive roads, the earnings of all the leading lines 
having been given heretofore. 
Atchison Bridge. 
The Atchison (Kan.) Patriot says: “This magnificent struc- 
ture approaches completion. But one span of the ee 
ture remains to be put in place, and that will probably be 
done by Saturday mght. The span between the third and 
fourth piers was put up in three days. After the superstructure 
is all completed, the floor and rails will have to be laid, which 
can be done by August 10. The bridge will then be ready for 
the crossing of trains, provided the approaches and other mat- 
ters be arranged. The celebration and forma] opening will take 
place about September 1.” 

Later dispatches announced the pee of the last span 
August 4. The London Pngineer, of July 23, has an illustrated 
description of this structure. 


Grand Rapids & Indiana. 

This company is building camp cars for pleasure and fishin, 
parties. They are fitted | to accommodate nine persons, an 
provided with sleeping and cooking conveniences. e coun- 
try on the northern part of the road is much resorted to by 
sporting parties, by whom, doubtless, these cars will be largely 
used. 


Puteasbang. 
The whole of the old Board resigned with President Rag- 
land, and the management has been entirely changed. The 
new Board is composed of several merchants and bankers of 
Richmond, and of Mr. Hiram K. Sibley, of Rochester, N. Y., who 
has owned a considerable interest in the road for some time. 
It is said that the new management does not represent any 
outside combination, but that the parties have taken up the 
road on their own account, believing that it can be made to 
pay. > 

The Rapid Transit Commission. 

This Commission has had hearings nearly every day of in- 
ventors and other projectors of city railr , Whose names are 
legion and whose plans are of all degrees of goodness and bad- 
ness and crudeness, especially the latter. On Tuesday of this 
week, Mr. Richard P. Morgan, Jr., who has worked energeti- 





according to a memorandum agreement presented, 


ees 


cally for many years on his project, goueaser his plan of a 
Gothic arch elevated railroad, such as is familiar to most 


of our readers, with ps detailed estimates, and 
a model on a scale of % in. to a foot, indorsed 
by many eminent engineers, including Mr. Linville, the 
President of the Keystone Bridge Company. Mr. Morgan 
makes a formal proposal to construct a first-class double-track 
railroad on his plan, entirely meng the roadway, on an 

streets of New York, for $446, per mile, on streets 60 fee’ 

wide between curb lines; for $420,940 on 50 feet streets, for 
$396,820 on 35 feet streets, and for $386,260 on 30 feet streets, 
not including foundations and equipment. This road he would 
proportion for a rolling load of 1,200 lbs. per lineal foot, pur- 
posing to use 6-ton engines. 


National Security and Improvement Company. 

This new company purposes building a railroad from the 
Potomac, at Quantico, Va., westward by way of Harrisonburg 
to Beverley, in Randolph County, W. Va. The railroad is to 
be subordinate to the other interests of the company, and is 
intended mainly to develop large tracts of land and iron mines, 
which the company purposes opening up. 

Towa Pacific. 

It is reported that this company, finding it impossible to 
raise money for the completion of the road, will turn it over to 
a new ——_ | to be organized shortly under the name of the 
Dubuque, Fort Dodge & Pacific Railroad Company. 


Spartanburg & Asheville. 


At the recent eee | the board of directors unanimously re- 
solved to let contracts for the mountain section of the road at 
once, 

A new election on the question of a county subscription to 
the stock was to be held in Buncombe County, N. C., August 
5. Asubscription was once voted, but it is alleged that there 
was some informality about the election. 


Oanada Southern. 


At the annual meeting in St. Thomas, Ont., recently, it was 
stated that a large proportion of the floating debt had been 
funded in second-mortgage bonds at 75, thus closing many ac- 
counts which had been troublesome. Proposals from the 
Hamilton & Lake Erie for closer connections and a united 
effort | cultivate the local traffic with Hamilton were favorably 
received, 


Memphis & Little Rook. 


Mr. R. K. Dow, the agent for the trustees, who has been in 
ssession of the road for some weeks, has been appointed 


eiver by the United States District Courts for Arkansas and 
Tennessee. 


New Oastle & Franklin. 

The extension of this road from the present terminus at 
Stoneboro, Pa., to Meadville is under discussion. Surveys 
have been made and the extension will probably be built, if the 
money can be secured. 


Pennsylvania & Erie Ooal & Railroad Oompany. 

This is the name of a recently-organized company which pur- 
wy opening up the coal region of Elk County, Pa., and for 
hat end will build a railroad to connect its mines with some 
existing line, probably the Philadelphia & Erie. 


Fond du Lac, Amboy & Peoria. 

The towns of Mayville and Hustisford, in Dodge County, 
Wis., have each voted $25,000 to this road. Mayville also voted 
to give the old grade and right of way of the Iron Ridge & 
Mayville Railroad which cost the town $20,000, 

Alabama & Ohattanooga. 

Alabama papers report that the sale has been confirmed and 
that nothing remains but the payment of a certain part of the 
purchase money, which will soon be made. 

It is said that arrangements are being made to put on a fast 
train from Chattanooga to Meridian, with a view of reviving 
the through business; but before this is done a great deal of 
money must be spent to put the road into condition. 
Meetings. 

The following companies will hold their annual meetings at 
the times and places given : 

Indianapolis, Bloomington & Western, in Urbana, Ill., Sep- 
tember 8. 


Texas & Pacific, at the office of the company in Philadelphia, 
August 10, at 2 p. m. 


Dividends. 

Dividends have been declared by the following companies : 

Pennsylvania 2 per cent. quarterly, payable August 31. 

Cedar Rapids & Missouri River, 34% per cent., semi-annual on 
the preferred stock, oe August 2; 1 per cent. on the com- 
mon stock, payable August 2. 

Arkansas Valley Town Company, $2 per share, 
August 2. 

Iowa Railroad Land Company, 2 per cent., semi-annual, pay- 
able August 2. 


Allegheny Valley. 


It is proposed to build a branch line about 12 miles long from 
the Low Grade Division near Reynoldsville, southward to . 
sutawney, in Jefferson County. 


Ligonier Valley. 
The property of this company is to be sold at sheriffs sale 


August 9. The road is all, or nearly all, graded from the Penn- 
sylvania Railroad at Latrobe southeast 10 miles to Ligonier. 


Longwood Valley. 


Work is said to have been begun on this road near High 
Bridge, N. J. 

Erie. 

The Court has made an order authorizing Receiver Jewett to 
settle the suit with the Jefferson Car Company. By the agree- 
ment of compromise the Erie is to pay fo the car compan: 
$300,000 in twelve monthly installments, the costs of the suit, 
and to surrender all the stock of the car comeany held by the 
Erie Company. By the same order the Receiver is permitted 
to cancel the contract between the Erie Company and the Na- 
tional Stock-yard Company, on condition that Erie purchase 
all the outstanding stock of the stock-yard company in the 
hands of one Robinson, at the rate of $50,000 worth of the first 
mortgage bonds of the a. oT omens for 3,623 shares, 
also mying 1,822 shares of the stock-yard company held by 
Mrs. Fisk for $5,000 of the first mortgage bonds of that com- 
pany. The Receiver is also to complete a contract with Rob- 
inson, whereby Erie is to obtain leasehold property in the vicin- 
ity of Eleventh avenue and Fortieth street, in New York, at an 
annua! rent of $21,370, and is bound to pay to Robinson one- 
fifth of the net profits of all business done on the premises. 

The new Portage Bridge is finally completed and was tested 
July 31, in the presence of a number of the officers of the road. 
The first engine to pass over was No. 131, after which two and 
then six heavy mogul engines coupled together were sent over. 
The test was made by the six engines, which with their tenders 
weighed about 65 tons each. e deflection in the 118 feet 
span was 0.066 foot, and in the 100 feet span was 0.04 foot, of 
which 0.016 foot was due to the compression of the towers. 
The test was pronounced satisfactory, and through trains have 
resumed their trips over the Buffalo Division, after a suspen- 
sion of nearly three months. 

The old bridge was burned May 6, and the contract for the 
new one let a few days afterwards. The new bridge is of iron, 


payable 





is 820 feet long and is 201 feet high from the of the 
masonry piers to the rail, and about feet in all, ere are 
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six iron piers, or towers, each occupying 50 feet in length of 
the bridge. The bridge has 13 spans, one of 118 feet, two of 
100 feet and 10 of 50 feet, six of which surmount the towers. 
The bridge was built by the Watson Manufacturing Company, 
of Paterson, N. J., from designs furnished by the engineers of 
the Erie a 

The London bondholders’ meeting appointed a committee to 
»rotect their interests, at the head of which is Sir Edward W. 
Vatkin, now Chairman of the Metropolitan, formerly Chairman 
of the Grand Trunk of Canada, and apparently a gentleman 
often called upon to manage the affairs of a British company 
sick unto death. He is to visit this country and do what he 
can for the interests of his constituents. The stockholders of 
the company ata meeting in London also appointed a com- 
mittee. The thing for them to do, however, if they wish to get 
any return for their shares, is to subscribe money to pay the 
overdue ncaa and improve the road—which doubtless they 
will not do, 


Perishable Freights overthe Union Pacific. 

The Chicago, Burlington & Quincy, the Chicago & North- 
western, and Chicago, k Island & ‘Pacific railroad compa- 
nies have issued the following notice in regard to the shipment 
of perishable property, household goods, and other property of 
doubtful value : 

* As the Union Pacific Railroad Company require prepayment 
or guarantee of charges to destination on os peocneng property, 
household goods, and all property of doubtful value, we hereby 
give notice to all connecting lines that on and after August 1 
next, we will not receive for a apse to points west of 
Omaha, household goods, perishable property, or property 
which in our es pry is not worth the transportation Lene gre 
unless the freight and charges are prepaid or guaranteed to 
destination.” 


Bath & Hammondsport. 

This road, which has been under construction for a year past 
from the Erie at Bath, N. Y., through Pleasant Valley to Ham- 
mondsport, 10 miles, is completed and was opened for business 
with a grand demonstration, July 5. Itis of three feet gauge, 
and has a grade as an a as 132 feet to the mile. It furnishes 
an outlet to the celebra rape-growing district around Ham- 
mondsport, and is expec to do a large excursion and pas- 
senger business in connection with the Lake Keuka steamboat 
line. Capt. Allen Wood, formerly connected with that line, has 
leased the road and furnishes the equipment. 


Wilmington & Western. 

Subscriptions are — raised along the line of the road to 
secure the building of the extension from Landenburg, Pa., 
westward to Elk Creek, about eight miles. 


Vaca Valley. 

This new road is nearly completed from the California Paci- 
fic at Vacaville, Cal., to Winter’s, and trains were to be running 
by this time. 


Atlantic & Great Western. 
The Receiver’s accounts, as filed with the Court, cover the 
eriod of three months and 20 oe from December 10, 1874, to 
March 31, 1875. For that period the operations of the road 
were as follows: 


Actual earnings..... 9 cece cocccecee eee eoccevceeccccccccoccs $1,075,129 
Working expenses (79.14 per COnt.)........-ecceecceereecees 850,896 
Net earnings.......ececees Cb vcsece $60860606606000 cee $224,239 


The receipts from all sources and the disbursements, in- 
cluding those on the Receiver’s account, for the four months 
and 20 days from Dec. 10, 1874, to April 30, 1875, were as fol- 


lows: 





Dibebibis cncnnssdrsccrueiocceneimasnencs Shatarecnaeonplanee $1,868,617. 
Disbursements......cccccccsvcccccecs ee 
Balance on hand April 30........... Anton cmeee Ceceee eocece $70,61 


which is subject to a deduction of $26,502 for additional ex- 
penditures made. The disbursements include $258,761, paid in 
various sums on account of the rental of the Cleveland & Ma- 
honing road. This was paid on the rental of the Cleveland & 
Mahoning only, and does not include the Niles & New Lisbon, 
or the Liberty & Vienna. 

For six months ending May 31, the net earnings of the Mer- 
cer Mining & Manufacturing Company, whose shares are in- 
cluded in the leased line rental trust, were $18,905. 

The operations of the Shenango & Allegheny road for the 
five months ending May 31, were as follows : 

Earnings ($2,087 per mile)..........ss006+ Occcrccedsoccccccocce $68,877 
Expenses (62.35 per cent.)........ 






Net earnings ($786 per mile)..... paeeesd-ed cones ncstanedensaes $25,933 


These net ——- are subject to a charge of $25,933 for ac- 
crued interest on Shenango & er wea | bonds. 

The committee of first-mortgage bondholders and Mr. James 
McHenry have compromised their differences, and now issue a 
single plan for re-organization, the characteristics of which are, 
that all the securities are to remain as they are, but the road is 
to be sold under foreclosure of the first and second mortgages 
and held in trust by the trustees for the benefit of the bond and 
stockholders, who will get whatever the road may earn net. 
The first-mortgage bondholders will get all the net earnings 
until these exceed the interest due them ; then the second- 
mortgage bondholders will take the excess, etc. It is coupled 
with s plan of scaling down the interest of some of the secur- 
ities, and of the leased line rental trust bonds, which may not 
be acceptable to the holders of the latter. 


Chagrin Falls & Solon. 

Steele & Palmer, contractors, of Cleveland, O., have offered 
to build this road, provided the people of Chagrin Falls will 
stake $10,000 s and will make them a donation of $20,000, 
payable in 30 and 60 days after cars begin running. bioad ge 
sition will be accepted, provided the ve oe be raised. The 
road will be about five miles long, from 
west to the Cleveland & Mahoning at Solon. 


Nevada Oounty. 

Work is now in ag ates nearly all along the line, only one 
section remaining let. ork on the tunnel is well ad- 
vanced. The — ey to have the road in running order 
from Colfax, Cal., Nev City by November. 


Rutland. 


At the annual meeting in Rutland, Vt., July 28, the annual 
report was presented, showing that the rental due from the 
Central Vermont was $282,000 in arrears and that the lessees 
refused to settle. Half the amount, however, would probably 
be recovered from money in the hands ef the Cheshire and the 
Connecticut River roads. Finding it impossible to secure a 
settlement, the board had given the 30 days’ notice required of 
a termination of the contract. The 30 days expired July 26, 
and the board +e taking steps at once to secure posses- 
sion of the ro; e@ meeting passed resolutions approving 
the action of the directors and instructing them to continue 
the proceedings to recover the road and the rental due. 


Oonnectiout Railroad Legislation. 

The Hartford Courant thus sums up the work done by the 
Connecticut Legislature at its recent session: ‘‘ The railroad 
matters of — are the bills incorporating the first- 
mortgage bondholders of the Air Line Railroad by the name of 


the Boston & New York Railroad Com: , and incorporating the 
Providence, Ponagansett & Springfield Hailroad Company with 
the privilege of town-bonding included. Payment of the taxes 


grin Falls south- 


due from the Air Line and Connecticut Western and Valley 
roads was suspended for two years, and a supplemental bill was 
passed vag Lan State a prior lien on roads whose taxes are 
in arrears. The Goodwin investigation occupied considerable 
time, resulting in a refusal of the Legislature to accept the an- 
nual report of the Railroad Commissioners, on account of 
manifest errors.” 


New Jersey Midland. 


Itis reported that the receipts are in excess of the expendi- 
tures, the freight business is steadily improving and the milk 
traffic is good, though this Summer’s passenger travel has been 
smaller than was expected, A gravel trainig to be put on to 
widen out some of the cuts and to continue the work of filling 
up the trestles. The road-bed is now in very fair condition, much 
better, indeed, than was to be expected, considering the em- 
barrassed condition of the company. 


8t. Louis, Kansas City & Northern. 

The effort to send all the Eastern business of the Kansas 
Pacific over this road has been abandoned and President Carr, 
of the Kansas Pacific, announces that the traffic contract be- 
tween the two companies has been annulled. This effort 
caused a very lively contest for a short time and passenger and 
freight rates were very freely cut by both the other lines east 
from Kansas City, the Missouri Pacific and the Hannibal & St. 
Joseph. It is now stated “that the Kansas Pacific desires friend- 
ly relations with all the lines.” 


Northern Pacific. 
The sale of the road, which was to have taken place in New 
York August 2, has been adjourned to August 12. 
At the bondholders’ meeting in New York, July 29, it was 
voted unanimously to confirm the nomination of Charlemagne 
Tower as a trustee under the general mortgage, in place of Wm. 
B. Ogden, resigned. 
It has been stated that nearly two-thirds of the bondholders 
have agreed to join in the plan of reorganization prepared by 
the committee and in the purchase of the road by the purchas- 
ee. 

uring the month of June there were sold at Tacoma, Wash- 
ington Territery, over $400,000 worth of the land grant in that 
Territory. A single sale amounted to $115,000, another to 
$100,000, a third to $80,000 and two to $40,000 each. These pur- 
chases were all made with bonds, which, being obtainable at 18 
or 20 cents on the dollar, bring the timber lands down to a 
figure below the Government price. 
Oentral Vermont. 
The examination of the trustees’ accounts promeemes slowly, 

) 


and threatens to be an interminable affair. But little progress 
has yet been made. 


New Haven and Northampton. 

A special meeting of stockholders has been called at New 
Haven, August 10, to vote on the amendment to the charter 
requiring the establishment of a v2 at Plantsville. This 
mecting is called under the clause of the general law, which 
provides that no amendment toa company’s charter shall be- 
come operative unless it shall be accepted by the stockholders 
at a meeting called for that purpose within six months after its 
passage. Itis said that the comeray desires to take advantage 
of this provision, in order to evade the recent act obliging it to 
restore the Plantsville depot. 

Hoosac Tunnvl Line. 

The Springfield Republican says: “The committee ofthe 
Executive Council appointed to locate the new route of the 
Troy & Greenfield Railroad into Greenfield have selected from 
the five routes surveyed the one which leaves the old line at 
Blakely Hollow, and enters the present depot grounds, running 
through the north side of the agricultural grounds. Theloca- 
tion of the depot has not been decided upon yet, the council 
asking for further estimates of the cost of a union depot, north 
of the present one, and near the coal-sheds. A decision will not 
be made under two weeks. 

Perkiomen. 

The tunnel through the Lehigh Mountain on the extension 
of this road to Emaus, Pa., is nearly done and will, probably 
be open in September. It is 1,850 feet long, 22 feet high, and 
ismade wide enough for two tracks. About 200 men are at 
work in the tunnel. Judge Reilly, of Pottsville, is the con- 
tractor. 

Duck River Narrow Gauge. 

This company is trying to induce the Nashville, Chattanooga 
& St. Louis to indorse its bonds, and thus enable it to extend 
its road to Fayetteville. A committee of the board of the 
Chattanooga Company is investigating the matter. 

Mackinaw & Marquette. 

A number of railroad men interested have been examinin 
the line of this road. It is said that contractors have offered 
to build the road and begin work at once. 

Washington, Cincinnati & St. Louis. 

President Borst has contracted with the State for the labor 
of 300 convicts, who are to be employed in grading the section 
ending at Monterey, in Highland County. 


Kansas Oity & Keokuk. 


to advancing money for its completion. 


Buffalo & Jamestown. 


town and a transfer depot built there. 
Somerset. 


has taken steps to re-let the work. 


Marietta, Pittsburgh & Oleveland. 


The trouble with the Post-office Department has been settled 
the department having agreed to have the mails over the roa 


average of the amount carried. 


Chicago, Rock Island & Pacific. 


parently by authority. 


Atchison, Topeka & Santa Fe. 


make a satisfactory oe gm for the use of the St. Louis 
Lawrence & Western track from Lawrence, Kan., to De Soto 


built us fast as possible. 


Maysville & Lexington. 





A party of Englishmen, said to represent a large amount of 
capital, have been inspecting the line of this road with a view | Worth Brookfield Branch. 


The contractors on the extension of this Maine road having | ton through : u b 
suspended work on account of the haying season, the company | Massachusetts Central with the Poughkeepsie & Eastern 1. 


Contrary to previous statements, this company has failed to 


for the new Midland line. A new track will therefore be built 
for this 15 miles. The surveys are being made, and it is to be 





Northern Division. The cale will include the road from Mays- 
ville to Paris, 49.6 miles, the franchises, real estate, depots, 
_ and other property, and the equipment, which confists 
of three engines, four ogee wig two baggage and mail, nine 
box, twenty coal and flat and a number of hand and rubble 
cars. Of the purchase money, $25,000 must be paid, in gold, at 
once, one-third of the balance in 30 days and the rest in three 
equal installments, in six, 12 and 18 months. The purchaser 
must give good bonds and pay7 per cent. interest on the de- 
ferred installments, the Court retaining a lien until the pur- 
chase money is paid in full. 

All claims against the company, to share in the proceeds of 
the sale, must be prerented to H. P. Whitaker, Commissioner, 
at his office in Covington, Ky., on or before August 25. 
Detroit, Hillsdale & Indiana. 

The parties who bought this road at the foreclosure sale 
have reorganized the company under the name of Detroit 


Hillsdale & Southwestern. The road will hereafter be called 
by this name. 


New York, Kingston & Syracuse. 
The name of the reorganized company is to be the Ulster and 


Delaware Railroad Company, and the road is already called by 
that name, 


Pennsylvania. 


The newly completed Hanover & York road with the recently 
leased Littlestown and Frederick & Pennsylvania Line roads 
are now worked as one line, under the name of the Frederick 
Division. The new division is 56 miles long, from York, Pa., 
southwest to Frederick, Md. The stations and distances from 
York are as follows: Bair’s, 7 miles; Jacob’s Mills, 15; Han- 
over, 19; Littlestown, 27; Taneytown, 33; Ladiesburgh, 41; 
Woodsboro, 45 ; Frederick, 56. 

The directors, following the suggestion made at the last are 
nual meeting, have resolved to pay dividends hereafter quar- 
terly, instead of half-yearly. The first quarterly dividend (2 
per cent. again, as it was last spring) has been declarei end 
will be paid August 31 to stockholders of record July 31. The 
transfer books, however, will remain open. 


Pullman Palace Oar Company. 

This company will pay the outstanding bonds of the issue of 
$1,000,000 8 per cent. bonds, first series, due November 15, 1875, 
at any time prior to that date, with accrued interest, on presen- 
seg at -_ office of the Farmers’ Loan & Trust Company in 
New York, 


Paducah & Memphis. 


A cross bill has been filed by Martin Kelly, a contractor, to 
enjoin the counties along the line and the First National Bank 
of Memphis from paying over to the company any of the coun- 
—— issued or to be issued until the claim of Mr. Kelly is 
settled. 


Central, of New Jersey. 

A contract has been let to Mr: A. F. Beach for the construc- 
tion of a branch line from the Lehigh & Susquehanna Division 
up Sandy Run to connect with the Buck Mountain, Eckley ard 
Drifton collieries. The new branch will be about 12 miles long 
and will have grades of 85 feet to the mile. The collieries 
named produce about 500,000 tons per annum, all of which is 
now shipped over the Lehigh Valley. 


Hot Springs Branch. 
The grading is completed for nine miles, and the bridges and 
trestles for eight. The fitst engine was expected last week. 


Many of the ties have been gotten out, and tracklaying will 
soon be begun. 


Springfield & New London. 


The Springfield (Mass.) Republican says: ‘‘ The city seeming- 
ly has a better prospect, at present, of being speedily furnished 
with direct railroad connections with Providence and New 
London than at any previous time, as President Bill of the 
Longmeadow Railroad, Mayor Wight, and several of the di- 
rectors seem determined, if possible, to secure there cor- 
nections immediately on the completion of the Longmeadow 
road. It is the general feeling among the officers of the latter 
road that some understanding should be reached with the New 
London Northern and Ponegansett roads in reference to their 
intentions regarding these connections, and matters are re- 
orted as taking a very favorable turn. The New London 
orthern Railroad Company has always signified its wil!- 
ingness to do its part by extending the line from Stafford 
Springs to meet the Longmeadow road at the State line, as 
soon as it was certain of thereby gaining connections with 
the great through roads. The Longmeadow Railroad now only 
wants the assurance of the speedy consummation of the New 
London Northern road’s plans to bring the road into the city 
independent of the Athol line. As each of the roads seems to 
be waiting for the other, the sooner they come to an under- 
standing the better.” 


Green Mountain. 

The surveys of the north end of this proposed road have been 
completed and the line connected with the Vermont Central at 
Middlesex. The engineer, Mr. Sprague, reports a very feasi- 
ble route up the White River and down the Mad River, the 
— being easy and the work light. The people along the 
ine are taking much interest in the project. 


The grading is progressing well and the force is being in- 
creased. The contract for furnishing the ties has been given 


Work is in progress on the eight miles of road between Ken- | to A. & E. D, Bacheller, who also furnish ties for the Boston & 
nedy and Jamestown, most of which is very light. The pas-| Albany road. The Chief Engineer is Samuel N. Keith, of 
senger business is very good, but not much effort will be made | Providence, R. I. 
to secure through freight until the track is completed to James- 


Massachusetts Oentral. ‘ 
The Springfield Republican says: ‘‘The appearance of a sur- 
veyor fa oe for a railroad woke from Northamp- 
Berkshire % Boston Corner, thus connecting the 


road, has put new life into the Lee & New Haven and Lee & 
Hudson roads. It seems that this project has been concocti 
for some time with the directors of the Massachusetts Central, 


4 who have so far examined the route as to pronounce it feasible, 


and have published a circular containing a map of the pr 


reweighod, and a new average adjusted. The company claimed road, claiming that it brings Boston 10544 miles nearer to the 
that the weight upon which the present compensation is 


based was taken during a month which did not give a fair 


coal fields than by any existing route.” 


New York Oentral & Hudson River. 7% 
The transfer books are to be removed to the office of the 
Treasurer at the Grand Central Depot in New York, where they 


Reports, which have been current for some time, to the effect | will be opened August 16, having been closed preparatory to 
that the Southwestern Division was to be extended from 
Plattsburg, Mo., to Kansas City, have been contradicted, ap- 


their removal July 29. 


Western Maryland. , 
Shipments of coal over this road from the Chesapeake & Ohio 
Canal at Williamsport, Md., have been begun, and are increas- 


ing. : 
’ Tine purchase of the ground for the depot, engine and 
» | at Williamsport has been completed, and work on the buildings 
has already been begun. 


The Pennsylvania’s Preparations for the Centennial. 


The Philadelphia Ledger of July 29 says : “‘ The Pennsylvania 
Railroad Company has completed a plan for the arrangement 


Under a decree of the United States Circuit Court in the|of the tracks at the Centennial grounds. The great num 
suits of J. B. Alexander and C. B, Childs & Co. against this 








company, the United States Marshal will sell at public sale in | that the arrangements shall be such that they can be ha 
Maysville, Ky., August 31, the Maysville & Lexington Railroad, with safety or life and limb, with dispatch, and without the 





of trains which the occasion will demand make it im wees 
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customary drilling. It is hoped that the following plan will 
meet these requirements : 

“Elm avenue is the southern. boun of the Park and the 
Centennial grounds. Belmont avenue intersects it and passes 
between the main Exhibition building and machinery hall. 
Paralle] to machinery hall, on the opposite (south) side of Elm 
avenue, the company will erect a depot 650 feet long by 100 
feet deep, which will contain no tracks, but will be simply for 
the accommodation of passengers. The eastern end of this 
depot will extend to the corner of Elm and Belmont avenues, 
but will be about 200 feet west of it. On Belmont avenue, 
south of Elm, a — temporary hotel will be erected fy emg 
parties, the grounds for which are 900 feet front by deep, 
= not reach the intersection of the two avenues by about 
20) feet. 

“The main tracks of the Pennsylvania Railroad cross Bel- 
mont avenue at its intersection with Girard avenue, and are 
below the grade of those streets. A short distance above their 
intersection they will branch off into the new yard to be con- 
structed. They will be laid in the form of a circle, about 1,000 
feet in diameter, flattened on the Belmont avenue side. Three 
tracks will be laid around this circle, and will be used respec- 
tively for arriving and departing trains from New York, Balti- 
more, and Washington. The trains from Jersey City will be 
ran direct to the Centennial grounds. They reach them 
on the north track, and then switch into the yard. In case of 
three trains arriving at once, they will run from the main track 
and be switched, one upon each of three tracks composing the 
circle, the trains stopping on the Belmont avenue side in such 
& = as not to overlap each other. 

“Two passages through the hotel, fifty feet wide each, lo- 
cated about 200 feet from either end of the building, will allow 
the passengers to reach Belmont avenue, and the corner of the 
two avenues, which will have no buildings upon it, will be 
floored over, making a wide passage to the intersection, where 
there will be a large concourse for the street cars. 

“The trains during the day will run on such time that arriv- 
ing trains can be immediately reloaded, and for this purpose 
they will proceed around the circle until they are in the rear of 
the depot building, on Elm avenue. 

“To prevent confusion and mistakes in regard to the desti- 
nation of trains, passage-ways will be built from the depot to 
each of the three tracks, and the passengers will thus be assort- 
ed before they reach the cars. ee sheds will be built at the 
sides of the three tracks, but not covering them, to shelter the 
arriving and y~ yey | multitude from the weather. These 
will be each 1,650 feet long. 

“Trains from Lancaster, Harrisburg and the West will strike 
the circle at nearly the same point as trains coming from the 
Mantua side, and will go in upon the New York track, running 
around in the same direction. 

“Trains which do not depart immediately after their arrival 
will go around the circle and be backed upon some of the four- 
teen sidings which will be built just north of the main tracks. 
The engine will head east and will not leave its train, but at the 
— time for departure will again be put upon the circle. 

eparting trains will always reach the main track from the 
circle headed in the direction they are to proceed, so there 
will be no danger from backing trains. 

“West of Fiftieth street several sidings will be built to carry 
out empty boxes from the Exhibition buildings, and the Com- 
missioners will erect structures at that point for storing them. 
The tracks now running through the buildings will remain dur- 
ing the a There will be over seven miles of tracks in 
this yard. 

“Regarding the number of passengers for whose transporta- 
tion ee must be made, there can be only a. 
The Centennial Commissioners have named 5,000 daily from 
the New York Division of the road. It is calculated that a train 
can be unloaded at this yard every three minutes. Trains of 
15 to 20 cars can be run with one engine on the New York Div- 
ision; of about 12 cars on the Western Division, and probably 
from 20 to 25 cars from the South.” 


Syracuse Northern. 


This road was sold at auction in Syracuse, N. Y., July 31, 
under foreclosure of the third mortgage of $200,000. The sale 
was subject to the first mortgage of $500,000 and the second 
mortgage of $400,000. It was bid off for $240,000 to Mr. Mar- 
cellus Massey, President of the Rome, Watertown & Ogdens- 
burg Company, which had arranged to secure control of the 
road some time ago. The road is 45 miles long, from Syracuse 
northward to the Rome, Watertown & py at Sandy 
Creek. The bonded debt remaining upon it is $20,000 per mile, 
and the purchase money is $5,333 per mile additional. 

Ohicago Union Depot. 

The Chicago Tribune of July 80, says: “‘ The much-talked-of 
lake-front depot question is now in a fair way of settlement, 
and there is every prospect that a large and magnificent nnion 
depot will be erected on the lake-front at once. But this de- 
pot will not be built on the city’s grounds between Madison 
and Randolph streets, but at the place where the present de- 
pot stands. Since the fire that portion of the city has completely 
changed, and residences have given place to large Vestees 
houses. No opposition to leasing the WD cry A was made by 
anyone. The depot will be extended 80 feet east, towards the 
lake, and 100 feet south to the line of Randolph street. The 
only thin, ; yet necessary to complete the arrangement is to pro- 
vide additional on accommodations for the Michigan 
Central, as the 30 feet to be added on the east is occupied by 
the tracks of this road leading across Water street to its pres- 
ent depot, which would have to be vacated. The Mic n 
Central would be eS accept the site on which the pres- 


ent freight depot of the Baltimore & Ohio stands. the latter 
jena consents to vacate and accept another site, all the obstacles 
a) 


ih ay of the new arrangement are done away with, and as 
¢ Baltimore & Ohio needs a passenger depot more than any 
of the other roads, it will undoubtedly make the sacrifice.” 


Ohioago & Northwestern. 


, Under date of July 18, our Amsterdam correspondent writes: 

In Chicago & Northwestern preferred stock the purchases 

a For three months the same banker, a correspond- 

ig & New York firm, has bought all that came on the mar- 

x This week the prices were all the time 144 lower than in 

ew York. The same is the cas: with the West Wisconsin 

they are bought oa the same broker, and it is sus- 

, pected thai when these purchases are finished a more favorable 
Proposition for payment will be made by the company.” 

Anderson, Lebanon & St. Louis. 


At 5 ueeting held July 28, the board of directors resolved to 
saucel the old issue of bonds and to make @ new one of 
inte These bonds, the directors caper, will be imme- 

taken up, and the proceeds will enable the company to 


whi iaty ee, between Anderson, Ind., and Lebanon, 


yette, Muncie & Bloomington. 
es behalf of the State of Indiana, the Prosecuting Attorney 
in the fare ee eetings in the Circuit Court at Frankfort, Ind., 
the Rature of a quo warranto. The Court is asked to declare 
ceiver for the p ee bo company forfeited and to appoint a re- 
Bt. Paul & Pacific, 
Amsterdam correspondent writes that the bondholders’ 
ms Ae emittee sent secretly their Secretary, John 
wesompany, though's fuancial agent there; Ths Kapiatst, 
& financial agent there ; 
“thounced the fact soon afterwarte. In the jatter part of the 


week a. July 17 there were enormous purchases of the 

bonds in Amsterdam, main and branch line and extension 

bonds. The quotations for that week show a rise from 16% to 

19 for Main Line bonds, 35% to 40% for Branch, while for Vin- 

ts¥4 and Brainerd extensions the price was pretty steady at 
a 


Boston, Hartford & Erie. 


In the United States Circuit Court in Boston, July 27, a decree 
was rendered to the effect that the Commonwealth of Massa- 
chusetts has no valid claim of any sort upon the surplus of £16,- 
273 sterling, now in the hands of Baring Brothers, of London, 
and remaining from the sule of bonds of the road, the bonds 


having been delivered to the complainants by the corporation 
for that purpose. 


Muncy Creek. 


The grading of this road has been for some time completed 
from the present terminus at Hughesville, Pa., for several 


Tivoli, two miles, with wooden rails, which, it is believed, can 
carry the traffic, for the present at any rate. 


Grand Trunk. 


In answer to the recent attacks on Canadian railways in the 
English papers, Mr. C. J. Brydges has addressed a letter to Mr. 
Mackenzie, officially. He says that it has been proven by re- 

rts and documeuts of the Grand Trunk way Company 

hat the statement that upwards of £30,000,000 of English ca 
ita] has been wey | sunk in this ay | is not true. It 
has been shown that the actual cash sent from England and 
expended in we and a the line has been less 
than £12,000,000, and that a ne 

£460,000, or 4 per cent. upon the actual cash expenditure 
_ the Grand Trunk Railway. It has been proven that 
the statement that only £80,500 was divided among 
the English shareholders in 1874 was not true, the 
amount of £460,000 having been earned and _ paid, 
according to the company’s own statements. It has 
been proven that the Great Western Company has paid from 
its net earnings during 21 years an aggregate amount for inter- 
est on bonds and dividends on shares held in England of not 
less than £4,640,000, or an average of £221,000 a year. It has 
been proven that the Northern Railway has not — out its 
share of the capital; that it is regularly paying the interest 
upon its bonds, which are all held in England, and that any 


= of its capital which is, not paid upon is almost entirely 
eld in Canada. 


The letter concludes as follows : 

“That an attack so violent, so unnecessary and so generally 
unwise, should have had so absolute a want of foundation to 
rest on, seems almost incomprehensible. The attack has been 
80 obviously false and overdone, that it can only recoil on its 
author, and unfortunately must do #0 also upon the sompany 
of which he is President. With the recovery of the trade of 
this continent from its present depression, Canada will provide 
a fair rate of interest upon the actual cash outlay expended 
by English capitalists in constructing railways by private com- 
aoe. The construction of rival lines 1s almost entirely be 

one by Canadian capital and credit. They are nearly all feed- 
ers to existing lines, developing for the benefit of the whole 


country and its industrious population, and the wealth of the 
Dominion.” 


Stocktun & Oopperopolis. 

The bondholders’ protection committee (B. Levi, A. Goetz- 
Rigaud, 8. Raunheim, Dr. D. Sauerlauder and J. L. Wiesche) 
have issued a circular dated June 26, which announces the fol- 
lowing arrangement: Every old 8 per cent. bond for $1,000 is 
to be exchanged for a new 5 per cent. bond for $500, interest 
payable half-yearly, and the principal in 30 years, the (a 
of both interest and principal being Dene eed by the Central 
Pacific Railroad Company, whose indorsement will be made on 
every bond. The Central Pacific has been the lessee of the 
Stockton & way from the beginning, or nearly, but we 
believe that it had no engagements whatever to the bond- 
holders at present. The committce report the circumstances 
pe ne led them to approve of the contract finally made as 
‘ollows : 

“The causes which have led us to consider this arrangement 
as a favorable one are the following: Accurate information ob- 
tained on the spot has shown that it would not be possible to 
make the Stockton & Copperopolis Railroad profitable as an 
independent line under existing circumstances, The pros- 
perity which the road enjoyed during the first years of its exist- 
ence had its origin mainly in the important waning industries 
—especially the working of copper mines—which at that time 
had attained very great importance in this part of California. 
This industry was not at all permanent, however. The impor- 
tation of Chili copper, soon establis made the copper 
mines of Copperopolis unprofitable; and with this the district, 
which hitherto had justified the most sanguine expectations, 
lost the greater part of its sageereane. As hasoften em 
America, the greater part of the population collected in such 
neighborhoods disappears as — y as it appears, and the 
industries undertaken, as well as the new cities founded at the 
same time, are abandoned and left to decay. Such a fate befel 


through a country which had other and productive resources 
aside tom mining, such as timber and grain, even then the 
working of the road independently with profit would not be 
racticable, because the working expenses could no longer be 
rought into the proper relation to receipts so much diminish- 
ed by the falling off of the ore traffic. Moreover, it must be 
counted as a disadvantage that the road is a branch line, 
connected with the great channels of traffic only through the 
Central Pacific Railroad; it is thus made wholly dependent 
upon the latter line, since that road can at will obstruct the 
forwarding of its freight. . f 
“Under such circumstances we thought it advisable to 
strengthen and take advantage ofthe disposition of the Central 
Paific Railroad, at first only very slightly disposed to rent the 
Stockton & Copperopolis Railroad, and to induce it at the same 
time to undertake a guarantee in favor of the bondholders. This 
seems to us to have succeeded completely, and though on ac- 
count of the condition of the affair forbidding the attainment 


materi reduced claim ; on the other hand, we have the sat- 
isfaction of delivering to you bonds of the known position of 
the great Central Pacific Railroad, whose security, according to 
all human foresight, rests on the best foundations.” 

The committee is of Germans, nearly all the bonds being held 
in Germany, having been sold in Frankfort. 


Northern Oolonization. 

The Toronto (Ont.) Nation says: “It was with —_—s 
like a shout of triumph that party journals proclaimed that 8 
Hugh Allan had failed to raise the fands in land to build 
the Northern Colonization Railroad. No doubt it was the ma 
not the scheme, that was hated; but in their eagerness to hi 
an enemy, no distinction was made between the two, and con- 
sequently both suffer. The failure of the railroad, however, is 
a matter of importance to the public. It was a road projected 
to open up our Sack country, and it was thought of such conse- 
quence that on the strength of its construction the Government | 
undertook the responsibility of building the Georgian 4 
Branch Line. Whether they will with the Bra’ 
now that the trunk is dead, is a pe t question for the tex- 








ers of the country to ask. That the trunk is dead or 
ba appears certain. Any chance of recovery 
from. the effects of its treatment in London 


miles. It is now proposed to lay the track from Hughesville to th 


profit was earned in 1874 of | St- Clair Branch 


the district on the Stockton & Copperopolis Railroad. If it ran Lathes 


of greater advantages, we will be able to confirm to you only a lin 






























seems to be dispelled by its treatment in Montreal. It was 
a hag the English financiers as an honest, paying under- 

king; it is ex to the Canadian public as something like 
a swindle. Out of nineteen sharehol who subscribed for 
$250,000 worth of shares sixteen paid up between them only 
$18,881, and three owning over $30,000 y Beng paid nothing. 
Six municipalities subscribed for $1,251,000 worth of shares; 
five paid upon their Tk nothing, and one, Montreal, 
paid 50 per cent., or $511,260. The Montreal City Council has 


we believe, refused to pay up any more of its subscription until 
the other shareholders, indi 


vidual and ee up at 
least 50 per cent. of their subscription. But w v2 the de- 
faulters refuse? What if further payments only re t 
further loss? The exposure illustrates an unpleasant feature 
in the way we build railroads. The men who get up and con- 
trol such schemes have often apparently but one object in 
view, namely, to put as little money as possible into them, and 
to take as much as possible of other ple’s money out of 


em. This is not a satisfactory way of constructing our pub- 
lic works.” 








ANNUAL REPORTS. 


Plint & Pere Marquette. 
At the close of the last fiscal year, December 31, 1874, this 
company owned the following lines: 


Line, Monroe, Mich., to Ludington 
t River Branch 


Pee eee Tere cere reer 








TISTITIITTITITITI TM TITTiTiTiiiririiriririrrii itr 328.53 
Of the main line, 48 miles, from Reed City to Latingten 
were not completed until just at the close of the year did 
not contribute to the business of the line at all. 

The equipment consists of 42 engines, two of which are to be 
rebuilt; 31 passenger, including two parlor and two sleepin 
cars; 16 baggage, mail and express cars; 289 box and stock, 48 
platform and way cars; 24 gravel dump, 7 boarding cars, 1 
pay, 1 derrick, 1 pile driver, 75 hand and 64 lorrie cars, and 25 
snow plows. 

The property is represented as follows: 


Capital stock ($13,832 per mile)..... Codovcvecccooocccesocsos $3,928,200 
Funded debt ($22,778 per mile).........sceeeccsesecesesees 6,468,980 


Total ($36,609 per mile)............ pie ei FF $10,397,180 


There are bills payable amounting to $1,323,342.52. The 
company has a land grant of 511,502.20 acres, of which 257,363,- 
185 acres had been sold up to the close of the year, eorng 254,- 
139,015 acres unsold. The total of land sales had been 
$2,115,865. The trustees —— lor 1874 receipts of $320,113.57, 
bonds to the amount of $184,000 canceled during the year, an 
$322,643.38 on hand at its close, of which $295,069.84 was appli- 
cable to the purchase and canceling of bonds. The cofhpany 
owns $80,000 of its bonds. The Land Commissioners’ ex 8, 
office and engineering, were $14,603,10. The land is held in 
five separate trusts each as security for one of the series of 
first-mortgage bonds. 

ae on construction account were $621,565.68, of 
$457,521.99 was for the completion of the road to Luding- 

n. 


The earnings of the road for the year were as follows : 


1874. 1873. Inc. or Dec, P,c¢ 
Passengers....... $381,851 61 $426,797 22 Dec.. $44,915 61 10. 
Fre: peeee — = 635,772 21 Dec.. 35,418 23 5, 
36 4 


Express and ‘mail y 
Rent and interest 45,448 91 


tcomaet 


27,097 59 «Inc.. 9,228 88 34 
36,560 62 Inc.. 8,888 29 2 


Total........ $1,063,985 97 $1,126,197 64 Dec..$62,211 67 5. 
Work’g expenses. 668,995 42 710,505 21 ~D.c., 41,509 79 5, 
Taxes..........-, 23,443 78 24,544 33 Dec... 110055 4 


= 





ewe 








Dotal...cccce $692,439 20 $735,049 54 Dec..$42,610 34 5.8 
Net earnings $371,546 77 $391,148 10 Dec..$19,601 33 5.0 
Gross earn’gs pe p 

Drcccccocces 4,586 14 4,772 02 Dec.. 185 88 «3.9 
P. c, work g exps. 62.88 63.09 Dec.. OBL ove 
P.c. expenses and 
taxes..... oecee 65.08 65.27 Dec.. 0.19 .. 


The interest and coupon accounts for the year amounted to 
$480,987.01. 


The operations of the road were as follows: 





1873. 1874. Inc, or Dec, P.c, 
Number of pas- 
senger carried... 492,365 465,518 Dec.. 26,847 6.5 
Number of tons of 
freight.......... 370,778 347,646 Dec.. 28,192 6.2 
Lumber in feet, 
board measure.. 96,094,000 86,675,000 Dec.. 9,419,000 9.8 
> -. 2,859,200 2,877,000 Dec.. 481,600 16.8 
- +-171,660,000 257,640,000 Inc.. 85,980,000 60.1 
bese «+. 5,940,000 5,520,000 Dec.. 420,000 7.1 
Wheat, Ibs......... 11,161,185 14,504,400 Inc... 3,843,215 20.9 
Agricultu pro- 
ducts, Ibs........ 50,648,142 35,434,700 Dec..16,218,442 30.4 
Products of ani- 
mals, Ibs........ 4,669,610 6,700,000 Inc.. 2,030,300 43.6 
Merchandise, Ibs. .153,783,008 169,627,700 Inc.. 15,644,692 103 
Salt, bbls.......... 261,679 115,802 Dec... 145,877 655.7 
Plaster, tons ... 1,862 1,595 Dec.. 267 143 
Logs, in feet, board 
measure......... 12,901,826 6,533,930 Dec.. 6,367,896 49.0 
Total weight of all 
freight, in tons.. 370,778 347,646 Dec.. 238,192 6.2 


The report of the General Manager, Mr. H. C. Potter, sum 
up the ae of the year as follows: 

“The Western Division, from Reed City to Ludington, 48 
miles, graded and tied the previous year, was fully completed 
in December, 1874. This finishes our construction work as 
planned, and gives us a rail-and-ldke route from Manitowoc 
or Sheboygan, Wis., about 150 miles shorter than the all-rai) 


eB. 
“About 15 miles of steel rail were laid on the main line be- 
tween Mount Morris and Grand Blanc, and in the yards at 
Holly, East Saginaw and Flint. 

‘Three miles of low track on the Bay City Division were 
raised about five feet, and placed beyond risk of damage or ob- 
struction from freshets on the Saginaw River. 


“The gross ings of the year were $1,068,985.97, and the 
operating expenses 995.42, or 62.8 per cent. gs 
were at the rate of $4,586.14 per mile of operated road, and 
were a decrease, as compared with 1873, of $62,211.67. The 
operating expenses were less by $42,607.62 than those of 1873. 

“The passengers carried were 465,518, as against 492,365 in 


873. 
“The total tonnage was 347,646, against 370,778 in 1873. 
“The transportation of lumber has been as follows: 


Im 1872. ..0cccecccsescccecccecs occercccevecenscscescoes 82,695,000 feet 
In 1878... .6eeeereeees PPTeTTTTTT irr ttt - 96,094,000 feet. 
ID 1874..0.0esseececcees eveveccoevers oeccccccees coscce 86,633,000 feet. 


“The lumber drawn from the Saginaw River p has in- 
creased from 9,000,000 feet in 1872 to 24,000,000 in 1873, and as 
the total product of the river in that year was 574,632,000 feet, 
oe increase shipments may be 

ked trict bg 


“In the Land Department, sales for the year were 8,214 
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acres for $96,287, an average, deducting amounts received from 
sales of timber, of $10.89 acre. The collections of that de- 
partment were $276,605. The land bonds paid and canceled 
were 


$208 
‘Tho Se aise land-grant bonds paid and canceled Jan. 


1, 1875, is $1, 
“The for increase of traffic are good. The road 
now has valuable connections, and is exchanging 


traffic at the points named with all the lines named: 


At Monroe with the Lake Shore & Michigan Southern. 
** Carlton “Canada Southern. . 


PONE gore 

ses ou e é e Michigan. 

rd Holly “Detroit & Milwaukee. 

“ Flin “Chicago & Lake Huron, which connects 

at Sarnia with the Great Western and 

Sa, 2. ws a on « Snes ; 

“ Saginaw : ac inaw. 

** Reed City ‘“ Grand Rapids & na. 


“The growing volume of lumber traffic for southern and 


—_ points is making these several connections more valu- 
able.” 


Quincy, Missouri & Pacific. 

This company owns and works a line from West Quincy, Mo., 
westward to Kirksville, 70 miles. For the year ending Dec. 31, 
the earnings were as follows : 


1874, 1873. Inc. or Dec. 





Freight .......+.+++++- $66,149 33 $58,511 04 Inc....$7,688 29 13.1 

Passenger.......++ ose 31,211 48 26,736 80 Inmc.... 4474 68 16.7 

Mail, express, etc...... 9,790 26 7,491 45 Inc.... 2,208 81 30.7 
$92,739 29 


Total earnings. ...$107,151 07 Inc ... $14,411 78 15 
Expenses..........00- a oe 85,549 00 Dec... 5,448 09 6, 





6.0 





Total expenses... $90,665 19 $85,549 00 Inc ....$5,116 19 
Net sosvceee $16,485 88 $7,190 29 Inc....$9,295 59 129.3 
Gross earn. per mile 1,530 73 1,324 85 Inc.... 20588 15.5 
Net “ “ 235 61 102 72 Inc. 132 79 129.3 
Per cent of expenses. . 14.76 92.25 Dec.. 17.49 19.0 


Percentof expenses 


and taxes........... 84.61 ..... dase pienadecee 


The President’s oy says : “‘ The indebtedness of the com- 
pany remains substantially the same in amount as it was one 
year since. No bonded securities have been sold, and the 
company has been solely dependent upon the earnings of the 
road to meet current expenses. The reports submit here- 
with show that all wpe py he pengpone for operating the road 
have been promptly met ; tan encouraging increase in the 
earnings has been realized, and that the net income has been 
largely in excess of 1873. * * * * 

‘ e it must be admitted that the present income from 
your pr does not ra such a return as the capital invested 
demands, yet we must bear in mind that the enterprise is 
scarcely more than begun; that but little more than one-fourth 
of the road is now in operation, and that we may feel certain, 
in view of the fact that a line of only 70 miles is doing as well as 
itis, that the completed road of 255 miles would be a most excel- 
lent Lay aot Iam satisfied that our road is doing even much 
better roads of similar length in the Western country. 
We have as yet no traffic except such as is afforded by the or- 

products of acountry, rich and fertile, it is true, yet at 
this time but partially developed, and, while our business has 
——, increased in volume, r we have not the advantage as 
yet of that steady stream of traffic from coal transportation, 
which is so sure and so great a source of revenue to some of 
even the shorter lines. 

“ An extension of less than six miles will bring us into one 
of the richest coal fields in the Western States, and when that 
is completed we may look for a substantial increase in our earn- 
ings, as well as a considerable decrease in our working ex- 
penses, by the cheapening of our fuel. ° of is 

‘You are probably aware that during the past year the Di- 
rectory has unremitting in its efforts to close certain ne- 
gotiations looking toward the settlement of the liabilities of the 
company, and the completion of the road to its western termi- 
nus. e Iam unable, for reasons ~ ne to all, to enter 
into the details of these negotiations and explain the features 
of the same, I can, however, assure you that we have every rea- 
son to be encouraged as to its ultimate success.” 


Evansville, Terre Haute & Ohicago. 
This company owns and works a line from Terre Haute, Ind., 
northward to ville, Tll., 55 miles. It is part of a pretty 
— line from the Ohio River at Evansville northward to 
cago, 

The equipment consists of 7 engines ; 4 passenger and 2 mail 
and express cars; 89 box, 12 stock, 23 platform, 157 coal, 3 ca- 
boose cars; 1 wrecking, 6 hand and 4 push cars. Of these 20 
box and 14 coal cars were — during the year. 

At the close of the last year, April 30, 1875, the capital 
account was as follows : 


Woosh (PT Tee WEF MIE). cvccccccccccccccccccces scocccceee $424,491 06 
Bonded debt ($20,000 per mile)................ nani oak 1,100,000 00 
Floating debt, bills payable ($1,657 per mile)............ 91,150 78 
Total ($29,375 per mile)...........ccsceeceees +++ $1,615,641 84 
The earnings for the year were as follows : 
1874-5. 1873-4 


Inc. or Dec. 
esc tieteeedeeee MEMO Scbeccceces cccdecccceccese 
Mail, express, etc..... 12,156 36 


Total..........«. $236,268 78 $216,737 06 Inc...$19,531 72 9.0 


P.c. 


PO eee eee se eee eee eenes 








Working expenses.... 122,179 74 124,808 21 Dec.. 2,628 47 2.1 
Net earnings..........$114,089 04 $91,928 85 Inc..$22,160 19 24.1 
Gross ear. per wees 4,295 61 3,940 67 Inc.. 354 94 9.0 
Net vO soos 2,074 35 1,671 43 Inc.. 402 92 24.1 
Per cent of expenses. . 51,71 57.59 Dec.. 5.88 10.2 


There was a very considerable falling off in the coal traffic, 
which forms the largest of the freight business. The de- 
crease was mainly in the block coal from about Brazil, the mines 
on _the line of the road having done very well. 

The income account was as follows : 


TOON RUG arnt iasihsss 00ss0s cca beck cceccaccecceaces $114,089 04 
Collections on capital stock........c.ceccccccccccccsecces 307 
Sales of second-mortgage bonds............ err 
Total receipts. .......sccscsees Soceahasie dno densa senee $190,821 34 
Interest account......... Cerccceccccescncccese GOS NES 62 
Construction Natepbhebecheseaveneontee 33,556 21 
Bills and accounts for FORE. 20 <56 59,250 28 
‘Treasurer’ Rhetstsebecas 9,831 23 
$190,821 34 


Of the expenditures on construction account, $17,000 was for 
new freight cars, the balance for road and buildings. i 
the year 100 tons of steel rails were laid, 12 miles of fence built 
a new depot built at Gessie, and several new sidings laid. 

- When the road was first a contract was made with 
the American Express —— at $100 per mile per annum. 
That company, however, sen’ rms local business over the a 
and no ib as was agreed, and then complain 
of losing money.. A concession in price having been refused, 
the express line was withdrawp May 1 last, and the company 
has since done its own express business with good results. 
overs tania ie sd py fe r treight $17,699 98, 

s ere Was company for .98, 
of whieh only a small part hag yet been paid, ‘ 


. | Valley, the Kalamazoo 





The Michigan Central’s Policy in Leasing Branches. 


The remarks of President Joy in the report of the Michigan 
Central for the last year are devoted to further explanations of 
the causes which have rendered the company unable to earn 
and pay dividends of late. The first part treats of the effect of 
the great reduction of rates, and absolute necessity, with such 
rates, to have the best possible road and equipment to enable 
it to earn working expenses even—a enh ect which we dis- 
cussed at length a year ago, and about which there can hard] 
be two opinions ; the other treats of the leased branches, whic 
do not earn their rentals, and thus absorb part of the net earn- 
ings of the Main Line, and, this, which we copy below, gives 
the reasons that determined the Board to make the leases, and 
lead Mr. Joy to believe that they were on the whole advan- 
tageous—having, though resulting in an absolute loss, pre- 
vented the company from incurring a greater loss: 

‘The causes above stated are the main ones which have 
affected the revenues of the company. There is another, how- 
ever, which, in a much smaller degree, has affected, up to the 
per time, and for some time longer, and until there shall 

revived prosperity, will somewhat affect them. This is the 
leased lines—those leased within the last five years. The 
Joliet & Northern Indiana was leased twenty years ago, and 
should not now be considered. Those leased within the period 
named are the Jackson, Lansing & Saginaw, the Grand River 
South Haven, and the Michigan Air 
Line roads. Of these the Air Line road, in itself, never has 
been, and never will be, profitable. Except as a double track 
for the Main Line, and to relieve it, this company could not 
afford to retain it. As a double track, it is as valuable, and 
perhaps more so, than a double track along the Main Line. It 
is obtained at a cheaper cost than such a double track could 
have been built. The business—passenger and freight—could 
not be done by one main line, onl the Air Line is an immense 
relief to it, in the ease and dispatch with which the business 
can be done. While, therefore, the Air Line, as an independent 
road, would be of no value, it is important to this company as 
its double track for the distance of 115 miles by the old line. 
It is simply a part of the Main Line, though it has, of course, 
some, though not a very important, local business, in addition. 

“It may be remarked, however, that worthless ag it 1s in itself, 
as property, and would have been even if the ener could 
have carried out their original plan, it failed of becoming an- 
other through line across the entire State, solely in conse- 
quence of a decision of the Supreme Court of the State, hold- 
ing that it was not competent for the legislative power to au- 
thorize towns, cities and counties to vote aid to construct rail- 
roads—a deciston at variance with those of all other States, 
with, perhaps, one exception, and those of the Supreme Court 
of the United States. It was enough, however, to destroy the 
value of the large amount of the aid voted for it, and defeat its 
complete construction. 

** The other roads named above were all projected and begun 
and built by the people along their lines, stimulated, of course, 
by the large subsidies voted by towns, cities and counties, 
and realized before the decision alluded to, to aid in their 
construction. During the long period, from 1850 up to near] 
1865, but little had been done in the construction of railroads 
in the State. It had progressed rapidly in wealth and popu- 
lation, but had remained nearly stationary so far as this kind 
of improvement was concerned. The Michigan Southern Com- 
peng 1ad built a-branch to Jackson; but with that exception, 

he country through which the main line of the Central runs 
had not been invaded by any other railroads. Its local traffic 
was, all that time, safe, and its rates not effected by competi- 
tion, and were well maintained. The time had come, however, 
when this state of things could no longer continue. The 
country was really rich and populous, and, especially at the 
close of the war, numerous railways were projected, which, it 
was clear, must affect, favorably or otherwise, the interests of 
this ey oy All of those above named were among them. 
Among the first was the Kalamazoo, Allegan & Grand Rapids 
and the Jackson, Lansing & Saginaw roads. The first extende 

from Kalamazoo, by way of Allegan, to Grand Rapids, all im- 
—- places, and the last the second most important city in 
he State. Its business was largely with Chicago, and the 
Central road, from Kalamazoo, is the short road to that city. 


The road from Kalamazoo to Grand Rapids was 
to be, apparently, a valuable feeder to the road 
of this company, and but for the subsequent con- 


struction of other roads would have been so. Not long after 
wards—but after the road between Kalamazoo and Grand 
Rapids was completed, and the first hundred miles of the Jack- 
son, Lansing & Saginaw had been opened—the Grand River 
Valley and the Kalamazoo & South Haven were undertaken, 
and had made considerable progress toward completion. 
For several years, and up to this time, itremained the pur- 
pose of this company not to become connected with hens 
roads or any others, except by such friendly action and offices 
as, it was supposed, would secure to this road the business to 
and from those roads, which could be more conveniently done 
by it, as was thought—certainly as well—as by any other pos- 
sible connecting line of road. ey were all aided by personal 
subscription to the stock, by people along the lines as well as 
by municipal assistance; but, being new, still needed aid to 
their credit in the market for the sale of their bonds. Ap- 
plication was made to the board of this company for such ai 
and, after full consideration and discussion, it was agreed 
to make a traffic contract with them, by which this 
company agreed to set apart of the earnings upon 
its own road from business which those tributary roads might 
send over it a certain percentage, which should be applied each 
year to buy the bonds of the tributary road in the market ; and 
to give value to such a contract, each company with which it 
was made, agreed to send all its business which it could con- 
trol over the Central road where the latter road was the direct 
road to the seaboard cities or to the West. The contracts so 
made with each of said companies from time to time, were 
printed upon the bonds, and they were sold, B mee» largely, 
upon the faith of it. These contracts imposed no burden upon 
this company, because the percentage to be so applied was to 
come from new business created by the lateral road, largely at 
least. This was the position of things when the Kalamazoo 
Allegan & Grand Rapids road had been finished and opened 
some time. Its bonds had been sold upon the faith of such an 
agreement printed upon them. The Jackson, Lansing & Sagi- 
naw had been opened for a distance of 136 miles. 

‘Meanwhile the Michigan Southern Company had promoted 
and aided a railroad (now a part,of its Grand he: ids Branch) 
from Constantine, on its own line, north to Kalamazoo. As 
soon as this was done, it tempted the company owning the 
Kalamazoo, Allegan & Grand Rapids how 9 by offers to 
take a permanent lease of it on such favorable terms as 
would give value to its stock. These offers were so alluring 
that the comaene yielded to them, made the lease, and the 
road—whose business had been pledged by contract to the 
Central road, as above stated—passed into the hands and con- 
trol of the Michigan Southern Company, and all its business, 
both east and west, was ge agg 4 lost to this company. 

“The Grand River Valley, the Jackson, Lansing & Saginaw. 
and the Kalamazoo & South Haven had progress well 
toward completion. Let the reader turn to Map No. 2, 
appended to this report, and he will note that each of these 
roads could now as easily connected, at Jackson and 

, with the Michigan Southern as with the Central 





after, been consolidated with the Lake Shore Railroad Com- 
pany. The consolidated company had lost none of the dis- 
ition and desire of the other, to reach out for and grasp 
usiness poopesty belonging to another company, but, on the 
contrary, this desire had apparently become intensified by its 
increased power and ability. Overtures were made in various 
ways, by parties connected with it, to open negotiations with 
the companies owning those roads, for their lease or purchase, 
The business of two of them, at least, was sure, in time, to be 
large, and, with what would be earned by themselves, and the 
business they could send over a connecting road, thus swelling 
its revenues, they were quite certain to become profitable, 
if not very valuable. It had now become, perhaps, equally 
dangerous for this company either to have anything further 
to do with them, or to let them alone to be overcome by 
temptation, as had been the Kalamazoo, Allegan & Grand 
Rapids Company. Either alternative was a eo one, 
and contrary to what had been the policy of the company, 
But to allow the Grand River Valley road to pass into the 
control of the Southern Company was not only to allow it to 
take all its business to Toledo and east by the South Shore 
road, but also to give it the regulation of all rates on the 
north as well as the south side of the Central road, which 
might be even worse than to lose the contribution of 
$100,000 of business per annum, or nearly so, which, even 
in these times that road makes to the main line. The same 
remarks are applicable to the Jackson, Lansing & Saginaw, 
and, though very much less important, to the Kalamazoo & 
South Haven road. The business of the last is comparatively 
unimportant, though not to be judged by these times. That 
of the other two was sure to be important, and the Jacksor, 
Lansing & Saginaw to increase with time, to great value. 
They might possibly be burdensome for a time, though it was 
not so thought; but if once leased to the Lake Shore & Mich- 
igan Southern Company, no matter how valuable they might 
become, they were forever gone, and their business forever 
turned to Toledo, and over the road of that company. All 
the advantages and disadvantages were considered. The 
manner in which the Board regarded them, even then, is 
stated in the report of 1871, page 10, after the Board had 
concluded, with much hesitation, that the alternative which 
was least dangerous was to lease them on the best terms 
possible, where the following language is used: ’ 
«There are multitudes of projected railroads in this State, 
and some of them are building; but the Board do not see in 
any of them anything which should tempt this company toa 
connection with them. So far as possible, it has controlled 
those most likely to injure it when built, and which might, if 
controlled by it, become tributary toit. The policy, even to 
this extent, and ‘from such motives, may be hazardous, and, 
whether wise, remains to be proved.’ ht 
“There have been now two years of great depression in all 
classes of business, and, judged by the present, it might be 
considered that the sharpest horn of the dilemma had been 
chosen, while an experience of a short time more may, and 
probably will, prove that it would have been fatal to have 
chosen the other. In any event there has been no ambitious 
desire to acquire control of the roads of other companies. It 
has simply been the purpose to protect, so far as it might, 
the business bps sd belonging to your road and prevent it 
being turned away to other lines, and also, so far as it 
might, to protect its rates, which was almost equally impor- 
tant. Even this, it will be seen, has been done rather as a 
choice of evils, and with the hope that the least of two evils 
was chosen, when both conld not be avoided. It may, never- 
theless, be stated that the Board considered, and do still con- 
sider, theagreement with the Jackson. Lansing & Saginaw 
and also with the Grand River Valley companies, of real a 
substantial value to this company, and were the decision to be 
made now with regard to them, we should not be willing to ad- 
vise surrendering them. It is more donbtful about the Kala- 
mazoo & South Haven. 
It should perhaps be added that the construction of a rail- 
road from Mackinac to Marquette, not long to be delayed, for 
which the State has made an appropriation of more than a 
million and a quarter ot acres of land, exempt from taxation 
for twenty yesrs, will add very largely to the value of the Jack- 
son, Lansing & Saginaw Railroad in itself, aside from the great 
importance of it as a contributor to the business of the main 
line. 


‘* With all the anxiety felt to protect the local business of the 
road, and add to it, as well as to ot pec its rates, which have 
been the motive in taking control of roads which could, with 
equal facility, turn their business over your road or that of the 
Lake Shore & Michigan Southern Company. (and it has leased 
none other), only partial success has been obtained. So earn- 
estly have local interests promoted the construction of new 
me that not only was the Air Line planned across the State, 
and likely to be built through, but another was also projected, 
arallel with it, and is nearly completed, viz.: the Chicago & 
ke Huron road. This is built from Battle Creek, in the direc- 
tion of Chicago, parallel with the main line of this company, 
nearly 80 miles, and distant from it only an average of seven 
miles. Last of all, and but just before the panic, the Lake 
Shore & Michigan Southern Company promoted the construc- 
tion of a new road from Jonesville, on its old line, north to 
Lansing, across the lines of your road at Homer, Albion and 
Eaton ids, crossing the Air Line, Main Line, and Grand 
River Valley road. isis the youngest born of the brood 
of roads calculated to seriously affect both the trafic 
and the rates of the Michigan Central road. That 
stockholders may the better appreciate the changes made 
by these and other cross roads along the main line, two maps 
have been prepared and published herewith. No. 1 shows the 
road as it was about ten years since. No. 2shows itas it is now. 
The Michigan Southern road touches the main line in three 
and crosses it in two places; the Pennsylvania system is one, 
and others at other points. At almost all local points the same 
competition is created as for through business. The responsi- 
bilities of a manager of a railroad property so situated and go- 
ing through such trials, for the past few years, have not been an 
agreeable ones. Important and complicated questions, sieses 
its permanent interests, have arisen and necessarily en _ 
ed upon, sometimes requiring instant decision and action, an 
time alone can determine how wisely or unwisely it has —_ 
done. On the whole, it is believed they have been well decid- 
The great causes which have affected your re per 


are not the lease of this or that latera 
though temporarily this has had some effect. that 
little time will remedy all such results from 


cause. The matters which have mainly impaired the 4 
enues of the company have been wholly beyond the contro - 
the management. They are largely permanent. But it is pot 
hardly possible that the worst has not been reached. It is so 
quite certain that the future will be one of increasing ~~ t 
with increase of business. It is also certain that the resul on 
the economies begun and in progress will be much m 
marked in the next than in the past year. There ? pasi- 
now, indications of an improvement in several classes y' eight 
ness. Passenger rates, and rates on some classes of = 
have been, or will be, restored. Dissension between great con 
panies, and involving all others in their cimeognens at. 
cease. There is promise of abundant harvests in. ; 4 inj 
New roads can scarcely again, for many years, be b vath 
the oldones. With the natural increase of business, to a 
only such rates as the condition of tinge will 4 us of 
alize, but a short time will be required to restore the value 
the great lines. It must come mainly from increased there 
and not from any considerable increase of rates, though 





Kalamazoo. 
road. The Kalamazoo & Grand — road had been ab- 
sorbed by the Southern Company. at company had, soon 
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will be an improvement in them.” 
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Wrought-Iron Rivetted Lattice Railroad and Highway Bridges. 


Leighton Bridge & Iron Works, 
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D. HAMMOND, President. 
WM. BRITTON, Secretary. 


Office and Works, 
CANTON, O. 


Go monsn} Engineers. 

Manufacturers and Builders of all Wrought-Iron Railway and Highway Truss, Arch and Swing 
Bridges, Piate and Lattice Girders, Iron Roots, Turn-Tables, Iron Piers aud Trestles. Have over 
TWENTY-FOUR MILES of their IRON BRIDGES now in use in twenty-four different States and 
Canad 


a. 
ILLUSTRATED ALBUM and estimates sent on application. 


NATIONAL BRIDGE AND 
General Office, 32 Hawley Street, Boston--------.-- 





IRON WORKS. 
.-+------ Works at East Boston. 
































Contractors for building and erecting long and short spans wrought 
iron railway and highway bricges, viadu*te. turn-tab!es, iron girder 
beams, roof trusses and general architectural iron work. 


ae, Senn CeO ia TE, Te: 2 oi..ccncedsecenecteensocboesdenbebbaknadhsbseaenenees Pr. prietors. 
C, U. Parker, Engineer. A. W. Parker, Superintendent 


KELLOGG & MAU ®RICE, 
OFFICE AND WORKS: ATHENS, PA. 








Iron and Wooden Bridges, Roofs, Turn-tables, Etc. 
4. H, COFRODE. 








J. H. SCHAEFFER. F. H. SAYLOR. 


J. H. COFRODE & CO., 
Engineers and Bridge Builders. 


DESIGN AND CONSTRUCT IRON, WOODEN AND COMBINATION BRIDGE 
AND ROOF TRUSSES, &., 
OFFICE: 


____No. 530 Walnut Street, Philacelphia. 





National Locomotive & Machine Works. 
DAWSON & BAILY, 


MANUFACTURERS OF 


LOCOMOTIVES. 


NARROW-GAUGE LOCOMOTIVES A SPECIALTY. 
OFFICE AND WORKS AT CONNELLSVILLE PENN. 
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LIGHT LOCOMOTIVES, 
For Mines, Furnaces, Contractors’ Use, and other Special Scrvice; also Light and Heavy Styles of Narrow- 


| PITTSBURGH, PENN. 


EXCLUSIVE t 
SPECIALTY 


Office, No. 5 Monongahela House, 
Works, A. V. B. B. ard 60th Bt. | 














BROOKS LOCOMOTIVE WORKS, 


DUNKIRK, N. 


Y. 





Orders Solicited for Locon.otives Adapted for Everv Cless of 
Railway Service. 
M. L. HINMAN, Szc’y & Treas. H. G. BROOKS, Fres’r & Sur's. 











ROGERS LOCOMOTIVE AND MACHINE WORKS. 


Paterson, New Jersey, 





Having extensive facilities, are now prepared to furnish prom , of the b. at and most approved 
description, either COAL OR WOOD BURNING 


Locomotive Engmes, and other Varieties of Railroad Machinery. 


J. 8. ROGERS, President. 
R. 8. HUGHES, Secretary.$ Patauson, R. o. THOS. ROGERS, Treas., 
WM. 8. HUDSON, Supt. 44 Exchange Place, New Vork. 


LOCOMOTIVE ENGINE SAFETY TRUCK CO. 


OF NEW YOR 





Letters Patent granved to Levi Bissell, A 4, 1857, Nov. 2, 1858 (ex 


of the followi ug. 
tended Nov. 2, 1872); A. W. Smith, Feb. 11, 1862; D. B. Pratt, Oct. 16, 1860; W. 8. Hudson, Apri) 5, 1864 
May 10, 1864. : 


ates ; DRAWINGS FURNISHED AND LICENSES GRANTED ON APPLICATION, 
A. F. SMITH, President. M. F. MOORE, Seo’y and Agent, 
ALBERT BRIDGES, Treas, No. 46, Cortlandt st.j N. ¥. 
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RHODE ISLAND LOCOMOTIVE WORKS, 


PROVIDENCE, RHODE ISLAND. 


W..S. SLATER. E. P. MASON. 






Presiden t. Treasurer. 


B. W. HEALEY. W. H. FENNER, 


Secretarv and 


i46.@BSup’t and 


Gen’1] ieeinciaenaani 








Ass’t Treasurer, “* 
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439 ALBANY STREET, BOSTON, == = a 
MANUFACTURE BURNHAM, PARRY, WILLIAMS & 00., Philadelvhia, _ 


LOCOMOTIVE ENGINES AND TENDERS, LOCOMOTIVE ENGINES. he 


Especially Adapted to Every Va1 iety of Railroad Service, including and 


BOILERS AND TAN Ks, Mining Engines and Locomotives for Narrow-Gauge Railways. out, 


Gun Metal and Common Iron Castings, Brass and Composition All vork accurately fitted to gauges, and thoroughly interchangeabie. Plan, Materials, Work- bone 
Castings. mansh:p, Finish and Efficiency fuily guaranteed. chat 


GEO, BURNHAM. OHAS. T. PARRY. WM. P. HENSZEY. Miss 
LOCOMCTIVES AND BOILERS REPAIRED. EDWARD H. WILLIAMS. EDW. LONGSTRETH. | JOHN H. CONVERSE. 


clin: 
ne Bole m iutacturers «) the ‘ HINKLEY PATENT BOILER.” Ali orders will be executed with pee a er ee ee 6 it d 


Gispatch. u 
ADAMS AYR, Pres, F.L. BULLARD, Treas, FRANK D,OHILD, Supt, | PITTSBURGH LOCOMOTIVE & CAR WORKS, - 
GEO. F. ORILD, Beoretary. H. L. LEAOH, General Manager. PITTSBURGH, PA. 
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Schenectady Locomotive Works, 
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MANUFACTURERS OF 
LOCOMOTIVE ENGINES FOR BROAD OR NARROW GAUGE ROADS. 
From staudard designs, or according to specifications, to suit purchasers. 


Tanks, Locomotive or Stationary Boilers furnished at Short Notice. 
D. A. Stewart, Pres’t. J. A. DurGin, seta Wrtson MILLER, Sec. and Treas, 





SCHENECTADY, N. Y. T= tion 
JOHN O.BLUB, Pres, GHAR. G. ELLIS Tress WALTER MoQUBEN, dup. Taunton Locomotive Manufacturing (0, ; 


fidinee ress ice nl : brat 


DANFORTH LOCOMOTIVE AND MACHINE CO. 











JOHN COOKE, Pres dent. gt ee on z ve 
J. £. BLAUVELT, Vice-President, P. I. PERRIN, Supt. {ESTABLISHED IN 1846.) HARRISON TWEED, Treas. 
A. J. BIXBY, Sec’y and Treasurer, [ P4T#880N, N. J. New York, Office 52 Wall Bt, , ; 

LE 
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M ASON M AOGHINE WORKS. Manchester Locomotive W orks, » 


TAUNTON MASS 





oS LP Sl a 
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E MASON BES, | 





~M. Ma w., Prest, WM. H. BENT. Treas. FRED’K. MASON, A. nt rit 
BUILDERS OF ALL KINDS OF gers. : nES 
LOCOMOTIVES : MANUFACTURERS OF LOCOMOTIVE ENGI 








Mastan d wo 
INCLUDING DOUBLE-TRUCK LOOOMOTIVES FOR WIDE OR NaRROW-GAUGK KalLuca.s. | AU ON scourately fitted to gauges. All parts d ‘JOHN A. teed of eee a. Presiden t. 
4L80 ALL KINDS OF OOTION MAUUINERY. ARETAS BLOUD, Agent, Manchester, .N. H. ‘WM. G. MEANS, ‘Treae., Boston, M& 








